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ADDENDUM TO THE
FINAL ENVIRONMENTAL IMPACT STATEMENT

AD.1 INTRODUCTION AND BACKGROUND

The Surface Transportation Board, Section of Environmental Analysis prepared this Final
Environmental Impact Statement to identify and evaluate the potential environmental impacts
of the CSX and NS proposal to acquire Conrail.! SEA has recommended a number of mitigation
measures to address these potential environmental impacts. The Board will fully consider the
Draft EIS and Final EIS, all public comments, and other relevant environmental information in
deciding whether to approve as proposed, approve with conditions, or disapprove the proposed
Conrail Acquisition.

CSX, NS, and Conrail filed a joint application (Primary Application) with the Board on June 23,
1997. In their Application, they jointly seek authority for CSX and NS to acquire Conrail, and
for the subsequent division of most of Conrail's assets and the joint operation of other Conrail
assets (Surface TransportationBoard, Finance Docket No. 33388). The Board will issue its final
written decision on the proposed Conrail Acquisition on July 23, 1998.

The major conclusion of this Final EIS is that on a system-wide basis, SEA identified several
environmental benefits, but no potential significant adverse environmental impacts that would
result from the proposed Conrail Acquisition. On both a regional basis and a local or
site-specific basis, SEA identified environmental benefits and potential significant adverse
environmental impacts. For most potential significant adverse environmental impacts, SEA
recommends mitigation measures that the Board could require of CSX and NS as conditions of
approval.

SEA has prepared this Addendum to the Final EIS to address the following issues, which,

because of their development late in the environmental review process, the various chapters of
the Final EIS did not fully address:

The “Surface Transportation Board” is hereinafter referred to as “the Board”; “Section of
Environmental Analysis” is hereinafter referred to as “SEA”; and the “Final Environmental Impact
Statement” is hereinafter referred to as the “Final EIS”; “Conrail” stands for “Conrail, Inc. and
Consolidated Rail Corporation”; “CSX” stands for “CSX Corporation and CSX Transportation, Inc.”;
and “NS” stands for “Norfolk Southern Railway Company and Norfolk Southern Corporation.”
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. NS proposed rerouting in the Greater Cleveland Area.”

. Alexandria, Indiana rail connection.

. Addendum to comments filed by Congressman Dennis J. Kucinich.

. Comments filed on SEA’s additional hazardous materials and noise analysis.

In this Addendum, SEA identified and evaluated the potential environmentalimpacts of the train
traffic rerouting proposed by N'S and submitted on April 16, 1998, as mitigation for the Greater
Cleveland Area. During preparation of this Final EIS, SEA requested that NS preparc a
Supplemental Environmental Report discussing the potential environmental impacts of its
proposed train traffic rerouting in the Greater Cleveland Area. In reviewing the Supplemental
Environmental Report, SEA requested that NS provide additional information related to
highway/rail at-grade crossing safety and delay related to these operational changes. NS
provided this additional information in a letter dated April 27, 1998. SEA then independently
evaluated and verified the findings NS presented in its Supplemental Environmental Report.
SEA presents the analysis results in this Addendum. The results aided in SEA’s assessment of
routing alternatives through the Greater Cleveland Area, as presented in Appendix N,
“Community Evaluations,” of this Final EIS.

Parties affected by the traffic increases that would result from NS proposed train traffic rerouting
for the Greater Cleveland Area have the opportunity to comment on the new NS routing
information, SEA’s environmental analysis of the proposed rerouting, and SEA’s recommended
mitigation. In order for the Board to consider any additional comments prior to the Board’s final
written decision on July 23, 1998, SEA requests that affected parties file comments with the
Board by June 28, 1998. Parties affected by this new train traftic information will also have the
opportunity to bring their concerns to the Board’s attention through the administrative appeal
process. See Chapter 1, Section 1.4.2, “Role of the Board in Reviewing Railroad Mergers and
Acquisitions,” of this Final EIS for more information on the Board’s administrative appeal
process.

This addendum includes additional analysis of the Alexandria Connection resulting from
proposed operating plan information NS submitted on May 6, 1998. SEA conducted additional
analysis since the new information was not compatible with data SEA assumed previously.

This addendum also includes additional analysis of noise effects on homes along the northwest
side of Abbyshire Drive, located on the Berea-to-Greenwich rail line segment. SEA conducted

NS submitted its proposal for rerouting in the Greater Cleveland Area in its report titled “Revised
Mitigation Proposal for Train Frequencies in Greater Cleveland and Vicinity”, hereinafter referred to
as the “Revised Mitigation Proposal.” This Final EIS refers to the Greater Cleveland Area, however,
for the purposes of the Final EIS and the area does not differ from “Greater Cleveland and Vicinity.”
The Greater Cleveland Area consists of the Counties of Cuyahoga, Lorain, eastern Erie, and western
Lake.
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additional analysis based upon new information about Abbyshire Drive in the City of Berea,
Ohio submitted by Congressman Kucinich.

This Addendum also addresses the five comments received during a limited additional comment
period that ended on April 15, 1998. The additional comment period allowed the public to
review and comment on rail operations information that was not available when SEA issued
the Draft EIS on December 12, 1997. This Addendum includes summaries of each of the
comments and SEA’s responses to them.

Except as noted, this Final EIS fully adopts and incorporates the Draft EIS, including the errata
documents and supplemental notice that SEA issued to the public to clarify information in the
Draft EIS. SEA intends that these documents be used together to provide complete
documentation of SEA's environmental review process.

AD.2 NEGOTIATED AGREEMENTS

SEA received copies of 18 Negotiated Agreements that CSX and NS provided either under seal
or for the public record. For the purposes of this Final EIS, a Negotiated Agreement is an
agreement between CSX, NS, or both and one or more communities or governmental units
(including passenger service organizations); that agreement is directed at mitigating the potential
effects of the proposed Conrail Acquisition, with specific duties and responsibilities assigned to
each party. In previous proceedings, the Board has required applicants to comply with the terms
of these agreements as a condition of approval. Chapter 4, “Summary of Environmental
Review,” of the Final EIS lists agreements submitted before May 11, 1998. The following list
identifies the parties that have entered into Negotiated Agreements between May 11 and May
15, 1998, with CSX, NS, Conrail, or a combination of the Applicants:

. CSX, NS, and Conrail: National Passenger Railroad Corporation (Amtrak), dated May
14, 1998, “Principles of Cooperation Concerning the Northeast Corridor.”

. CSX: Amtrak, dated May 14, 1998, “Memorandum of Understanding.”

. NS: Amtrak, dated May 14, 1998, “Principles of Cooperation Between Amtrak and CSX
Transportation (CSX) Associated with the Conrail Acquisition.”

AD.3 ADDITIONAL ANALYSIS AND EVALUATION

AD.3.1 Introduction

The purpose of this section is to report additional analysis and evaluation SEA conducted for this
Final EIS. Because of time constraintsand the specific nature of the evaluation, this information
did not appear in other volumes of this Final EIS. The additional analysis and evaluation cover
the following:

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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. NS Mitigation Proposal for Train Frequencies in the Greater Cleveland Area.
. NS Rail Connection in Alexandria, Indiana.

This section also identifies additional recommended mitigation not identified in Chapter 4,
“Summary of Environmental Review,” of this Final EIS, but that appears in Chapter 7, “Final
Recommended Conditions.”

AD.J3.2 NS Revised Mitigation Proposal for Train Frequencies in the Greater Cleveland
Area

Comments and Concerns in the Greater Cleveland Area

Currently, only Conrail and NS have a major presence in the Greater Cleveland Area. Under the
Operating Plans the Applicants submitted in June 1997, CSX and NS would acquire Conrail’s
existing assets in the Greater Cleveland Area. Overall, the Operating Plans indicate that rail
traffic would increase in the area and rail traffic patterns would change substantially, with a
projected increase in rail traffic for the combined CSX and NS systems in Cleveland of
approximately 17 trains per day. Figure AD-1 shows the projected total number of trains by
segment in the Greater Cleveland Area under the NS Operating Plan proposed originally.
However, because of shifts in train traffic routes, some locations in Cleveland would experience
an increase of up to 40 trains per day on a given rail line segment. In addition, some locations
in the Greater Cleveland Area where CSX and NS rail lines parallel or are in close proximity to
each other would experience combined traffic volume increases of up to 81 trains per day.

During the environmental review process, the Board received numerous public comments from
Greater Cleveland Area elected officials and individuals who expressed environmental concerns
related to the CSX and NS proposed Operating Plans. These comments addressed numerous and
wide-ranging environmental concerns regarding noise, hazardous materials transport, delays in
emergency response services, air quality, land use, environmental justice, and safety and traffic
delay at highway/rail at-grade crossings. SEA conducted a public outreach program in the
Greater Cleveland Area, including environmental justice populations, using fact sheets, media
announcements, a toll-free phone line, and an Internet web site. SEA encouraged the Applicants
to meet with the potentially affected communities and develop possible solutions. SEA carefully
considered all the comments it received during the course of its environmental review.

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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After consultation with affected communities in the Greater Cleveland Area, on November 25,
1997, NS submitted an alternative routing proposal primarily to address concerns of Cleveland’s
West Shore suburbs®; however, the proposal does not mitigate every concern. The proposal,
referred to in the Final EIS as the NS Cloggsville Connection, involves the Cloggsville junction
point in the City of Cleveland where the NS and Conrail rail line segments meet. NS would
acquire the Conrail rail line segment and thus have the operational flexibility to route train traffic
through the Cloggsville junction and onto the current Conrail rail line segment (N-074). For
SEA’s analysis of this proposal, sec Appendix S, “Railroad Mitigation Plans,” in the Draft EIS
and Chapter 4, “Summary of Environmental Review,” and Appendix N, “Community
Evaluations,” in this Final EIS where SEA presents an analysis of routing alternatives in the
Greater Cleveland Area. SEA designatesthe NS Cloggsville Connection as Alternative 2 in its
analysis.

On April 16, 1998, NS submitted to SEA the Revised Mitigation Proposal, which expands on
the NS November 25, 1997, Cloggsville Connection alternative routing proposal. Along with
the proposal, NS also submitted a Supplemental Environmental Report dated April 15, 1998, that
is provided as Attachment A to this Addendum. In response to SEA’s April 27, 1998, request
for information, NS submitted a letter dated May 5, 1998, with additional analysis relating to
highway/rail at-grade crossing safety and traffic delay The NS supplement is included with this
Addendum as Attachment B.

Relationship of the Revised Mitigation Proposal to the Final EIS

The NS Revised Mitigation Proposal expands on the NS-proposed Cloggsville Alternative by
modifying the routing and train frequencies of NS traffic in the rail corridor from Rochester,
Pennsylvania to Vermilion, Ohio. The purpose of this section is to evaluate and report on the
potential environmental impacts associated with the modificationsto rail traffic routing and train
frequencies in the area affected by the Revised Mitigation Proposal, especially as it relates to

areas outside of the Greater Cleveland Area, such as Ashtabula, Youngstown, and Vermilion,
Ohio.

The Revised Mitigation Proposal includes all of the connections and improvements required as
part of the Cloggsville Alternative. Specifically, the Revised Mitigation Proposal includes
constructing the double connection at Vermilion, Ohio, and upgrading the Cloggsville
connection and the Cleveland (Cloggsville)-to-CP 190 rail line segment (N-074) in the Greater
Cleveland Area. SEA evaluated these physical changes and constructions,also described in the
attached Supplemental Environmental Report; in the Draft EIS and in Appendix N, “Community
Evaluations;” and in Chapter 4, “Summary of Environmental Review,” of this Final EIS.

To identify and evaluate the potential environmental impacts of possible routing alternatives in
the Greater Cleveland Area, SEA studied the routing plans that CSX and NS submitted in their

The West Shore suburbs consist of Bay Village, Rocky River, Lakewood, and Westlake.

Proposed Conrail Acquisition ' May 1998~ -~ Final Environmental Impact Statement
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Operating Plans and the Cloggsville Alternative that NS submitied on November 25, 1997.
SEA’s evaluation also addressed alternatives that the City of Cleveland submitted with its
comments on the Draft EIS and additional information that the City of Cleveland filed. SEA
also identified possible additional alternatives to address the public's concerns, especially those
regarding high train traffic volumes in the City of East Cleveland and on the east side of the City
of Cleveland. Chapter4, Section 4.19, “Community Evaluations,” and the detailed analysis of
these alternatives in Appendix N, “Community Evaluations,” of this Final EIS describe these
alternatives.

In addition to studying these routing alternatives, SEA developed comprehensive mitigation
measures to address potential significantadverse environmental impacts of the alternativeroutes.
SEA developed these potential mitigation measures based on the environmental analysis it
conducted for the Draft EIS and the Final EIS, review of the public comments, and consideration
of information SEA collected during more than 40 site visits to the Greater Cleveland Area and
other communities potentially affected by the Revised Mitigation Proposal.

SEA’s analysis of the potential environmental impacts of the Revised Mitigation Proposal is
discussed in this Addendum. SEA has concluded that the Revised Mitigation Proposal
substantially addresses concerns expressed by the Cities of Cleveland, East Cleveland,
Ashtabula, and the communities west of Cleveland. Therefore, as discussed in Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS, SEA recommends that if the
Board approves the proposed Conrail Acquisition, it should include as a condition a requirement
that NS implement its Revised Mitigation Proposal.

Revised Mitigation Proposal Description

Under the original NS Operating Plan, rail traffic would increase on the Ashtabula-to-Cleveland
(Cloggsville) (N-075) and Cleveland (Cloggsville)-to-Vermilion (N-080) rail line segments of
the NS Nickel Plate Line. Rail traffic would also increase on the Rochester, Pennsylvania-to-
Youngstown, Ohio (N-095) and the Youngstown-to-Ashtabula(N-082)rail line segments. Table
AD-1 at the end of this section indicates the projected numbers of total trains by segment under
the Operating Plan and the Revised Mitigation Plan, as well as the changes. Figure AD-2 shows
rail traffic for the Revised Mitigation Proposal and shows the main NS east-west route through
the Greater Cleveland Area.

Under the Revised Mitigation Proposal, NS determined that with the alternative routings and
connections afforded by the Cloggsville Connection (including the addition of a second rail
connection at Vermilion), NS would be able to reroute 10.6 trains per day from the Nickel Plate
Line east of Cleveland to a route composed of lines currently controlled by Conrail but operated
by NS following the proposed Conrail Acquisition. Thus, instead of being routed from
Rochester, Pennsylvaniathrough Youngstown, Ohio to Ashtabula, Ohio and then to Cleveland
on the Nickel Plate Line, these 10.6 trains would be routed from Rochester, Pennsylvania to
Alliance, Ohio; to Cleveland on the Pittsburgh Line, which is currently controlled by Conrail;

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
AD-7



JUBLUBIBIS ]I [BIUSLILONAYT [BUI 89661 few uonsinbay 1eiioy) pasodol

joeduy , , (061 dD)
JUONj  SUON| SUON suoN|  suon| Ajes SUoN] SUON] (A4 Lyt | 1'eg ge 6Ch | v'8F £ Baleg PUB[RARD)  D€6T-N
(061 D) o (181 24794
VINj  SUON VN QUON;  SUON]  W/N SUON VN 9°01 I's |¢¢es ger 6Ty | V'8P 0 PUB3AA[D| dD) PURIAS]D €6T-N
V/IN V/N V/N| VIN V/IN] VN QUON V/N 901 I~ 69¢) 9TI- | £9T | 6LE 44 Q0UBHY Ia1sata0y] S8T-N
oy Aoy ,
VIN VIN V/N] VIN| V/N]  V/N| 193uoT oN] V/N 901~ €6 L I'e LLY | 97Tl 01 umoIsFuno g R1sapoy S60-N
SUON|  SUON] QUON QUON|  SUON| SUON] SUON] QUON 901 €vl 1 Lor Le jroey voc ) ot AU SOUBIY ¥80-N
oy Aoy
VIN] VN VIN VIN VNl V/Nj 1e8uay on| QUON 901~ S el 'l 8eT| LTI 6t BNQEIYSY| UMOISTunox T80-N
(181 dD)
SUON}  SUON ViN| SUON;  JUON; SUON] JUON SUON] 901 LT (€0F| TL L6z | Tl € PUB[AAR[D YA 180-N
Tofej/4ayy (an11as38010))
VIN VIN VIN VIN V/N|  ¥/N] 108uo] oN, SUON] zoc 70 | 6tl 90T I've ] S€L 9 UOIFULID A PUB[IAR[T) 080-N.
sioydaoay , Aoy Aoy |
lomaf gy  ouoN| SUON V/N| V/N] ouoN]tolepy saN QUON 0'1- ¢81 |29} €61 TLT| LL 6F anasfpeg)  1oqieH YBQ 6L0-N]
(erp14s330[3)
SUON]  QUON V/N] VIN| V/N] SUuoN JUON] SUON 901~ €1 9T €T 99¢ 1 €l 19 pusB[RAR[D) BNAeNSy, SLO-N
Aoy ,
s101d2ooy Joley pue , (061 d2) (2111488301)))
PPV 0T SUCN] VIN] VIN| V/N| QuoN| Ao3 MON| VIN 96 811 8¢l e | TY C 0 pue[eAR[’ PUB[IAR[Ty PLON|
JuoN)  AUON| QUON VIN| VIN] SUON| SUON] JUoN 01 14! 97 Pl LTy 9¢l 0T Mnasfed UOT[IULI3 A CTLO"N
astoN | Anpendy|  Aepg ey ey ney |yiedsueay | Suissos)) jesodoag a8uey)| ‘bay| o8uwyy | ‘boy | "boy | sBwn ol woy Jaquiny
Ay | Suissoay | 1a8uasseg| ‘ssed (1ySeag] sjeriojely | opeas-yy| uoneBmiy | 1504 180g | -oag | -ss0a) ai
aprid-1y SNOpPIBZEY pasiaay apead
SN pue v
uoneyiodsusa g, fropus ueld 3uned0 ™ [psodorg | uelg Supesedg
SN BWBLO | yoneduyipy SN TeusuQ
usamISg posiaay
SIQUIIA judwigag aury ey
sedwy pplusmuciAuy Uy aduey)
suge.d I, 3ysia.1q Jo soquinN

SLOVAII ANV SEHINVHD TVSOdOdd NOLLVIOLLIN dASIATY SN
-4V 4’14V .L

JUBWBIE]S JoRALLY [EIUSLILOIALT [BUI4 8U) O WnpUspRy

AD-8




JUBLIBIEIS JoBdlL [B)UBLILICIAUT Ul

9661 Aew

LoRISINbIY J1eIu0s) Pasodold

iy
Q

‘SISAJRUR [RIUSWIUONIAUS 10J SPIOUSAIY] S, PIEOE A1 PASOX3 10 133U JOU S30p JudwiFas dul| [1el ‘g1quorjdde J0u=Vy/N ~

"SIA [BUL] 9U1 U1 MBI O S8 03 PRI ST 8T dO
syFu aFeyoed) XS SOpR{oul SyJer] urel],

q

1

VIN| VIN| VIN VINI VINN VN UON VIN 0L 6¢ | ¥FTP 6'9- Piv | €8F 0¢ IogreH] YeQ), UOT[IHLIS A POT-N
VN  SuoN QUON| uoN|  duoNj  V/N SUON V/IN 0T L9 rss| S€r- 6ve | V8 0€ UOIIULI A vaIed] PEOT-N
asiop | Ampendy | AmpRqg ey (rey ey |todsuea] | Suissor)y [esodoag aBueyyy| ‘boy| s8ueyy | bov | ‘boy | s3m o], woaq J2QUINN
ny | Swssoary | soBussseg | -sseg [1yBaag| s|wislely | opeAS-IY uone3ni jsed 1s0g | -8ug | -804 a1
apeasd-1y snopaezep pasiady apueasd
SN pue W
uoneptodsues], f1oyeg ueld BupeRdOf™ |ysodosg | ueg SunsdadQ
SNIEUBUO | yopespy | SN [BwBlLQ
uaamieg posIARY
ssauadapq mowSog auly ey

sppeduij [ejEIWHOIIAUY Ul 33uey)

suteay, 3ySaaq jo Jaguny

SLOVJINT ANV SIONVHD TVS0dOdd NOLLVOILLIA TQASIATY SN
I-av 4'14v.L

JUBWBIE]S OB [EJUBLULCIAUT [eUlS 8l] O] WNpUaopy



ALINIJIA GNV ONVTIATTO HILVIUO NI SIONINDIL NIVHL 804 TvSOdOUd NOILVOILLIN NIHLNOS M10J4ON
TVS0dOdd NOILYOLLIW Q3SIATY NYFHLNOS H10J¥ON
¢-av 3dNoId WNAN3aav

| Juatiuslers yoedul} JepUSUIUOIAUT [eUiH uonisinboy presuos pasodold

IWISOLLON

FONVITIY

NMOLSONNOA § X4

@ NOILIINNOD InA3 T34
318n0d
@, AEL-EL] J3S0d0dd

s—m@ & G) i 6'cL NOMIANIA
el
Eil=E=r Al
vingviHsY § -

‘sjybu efiexoen XS0 pue sules Jabuassed apnjaut Jou pip

1ey; sesodind Jayjo Joj peonpo.d sdew snoiaaid wody Jayip Aew siequiny
asay] “syybu abeyoes pue ‘suies; Jabusssed ‘surel) Jybiel Buipnjow
syuewBas aul| [les [enpiapul JaAo Buijesedo suledy |[e apnjoul SaWn|oA Jyjes
[0} 8y} ‘shy} "suoienBes pieog Aq paiinbal se sisAleue [RjusLIUCIAUS
10 8s0dind ay) Joy dews siyy Uo psjuasald aie SsWn|oA Jyjel} ey

Ji0N

AD-10




Addendum to the Final Environmental Impact Statement

they would then go, via Berea, over the Cleveland-to-Vermilion rail line segment (N-293). With
this rerouting over the Pittsburgh Line, NS would be able to reduce the number of trains running
on the Nickel Plate Line between Ashtabulaand Cleveland (Cloggsville) from the 36.6 trains per
day proposed in the NS Operating Plan to 26.0 trains per day under the Revised Mitigation
Proposal.

Additionally, the NS Revised Mitigation Proposal would further reduce the number of trains
running on the Nickel Plate Line on the Cleveland (Cloggsville)-to-Vermilion rail line segment
(N-080) through the Cleveland West Shore suburbs from 34.1 trains per day as proposed in the
NS Operating Plan to 13.9 trains per day. This revised level would be 0.4 train per day higher
than the Applicants’ 1995 level (13.5) for the Cleveland (Cloggsville)-to-Vermilion rail line
segment (N-080).

The alternative route between Rochester, Pennsylvaniaand Vermilion, Ohio (see Figure AD-2)
would include the following rail line segments:

. Rochester, Pennsylvania-to-Alliance, Ohio (N-285).

. Alliance-to-White, Ohio (N-084).

. White-to-Cleveland (CP 181), Ohio (N-081).

. Cleveland (CP 181)-to-Cleveland (CP 190), Ohio (N-293a&b).*
. Cleveland (CP 190)-to-Berea, Ohio (N-293c).

. Berea-to-Vermilion, Ohio (N-293d).

The alternative route would also include the Cleveland (Cloggsville)-to-Cleveland(CP 190) rail
line segment (N-074), which would be used to divert additional traffic from the Nickel Plate Line

to the Conrail Main Line.

Table AD-1 presents the changes in freight train traffic and the resulting potential change in
environmental impact, by rail line segment for the following conditions:

. Pre-Acquisition (1995 base number of freight trains, including CSX trackage rights but
not passenger trains.)

. Original NS Operating Plan.

. Revised Mitigation Proposal.

CP 181 is referenced as “CP Draw” in the discussions of the NS rerouting in Appendix N,
“Community Evaluations,” and Chapter 4, “Summary of Environmental Review” of this Final EIS.
These are two interchangeable connecting endpoints, about 5,000 feet apart, in the downtown
Cleveland area.

Proposed Conrail Acquisition a : May 1998 - Final Environmential Impact Statement
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TABLE AD-2
REVISED MITIGATION PROPOSAL AFFECTED COMMUNITIES
SEGMENT COUNTY,
iD FROM TO STATE COMMUNITY
N-072 Vermilion, OH Bellevue, OH Erie, OH Vermilion
Huron, OH Bellevue
N-074 Cleveland Cleveland (CP 190), Cuyahoga, OH Cleveland, Brooklyn,
(Cloggsville), OH | OH Linndale
N-075 Ashtabula, OH Cleveland Ashtabula, OH Ashtabula, Geneva
(Cloggsville), OH
Cuyahoga, OH Cleveland, Cleveland
Heights, East Cleveland,
Euclid
Lake, OH Willowick, Wickcliffe,
Willoughby, Eastlake,
Mentor, Painesville, Perry
N-079 QOak Harbor, OH Bellevue, OH Huron, OH Bellevue
Ottawa, OH Oak Harbor
Sandusky, OH Fremont, Ballville, Clyde,
Bellevue
N-080 Cleveland Vermilion, OH Cuyahoga, OH Cleveland, Bay Village,
(Cloggsville), OH Lakewood, Rocky River,
Westlake
Erie, OH Vermilion
Lorain, OH Avon Lake, Avon, Sheffield
Lake, Lorain, Ambherst,
Sheffield, Vermilion
N-081 CP White, OH Cleveland (CP 181), Cuyahoga, OH Cleveland
OH
N-082 Youngstown, OH | Ashtabula, OH Mahoning, OH Youngstown
Ashtabula, OH Ashtabula
Trumbull, OH Hubbard

Proposed Conrall Acquisition
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TABLE AD-2
REVISED MITIGATION PROPOSAL AFFECTED COMMUNITIES
SEGMENT COUNTY,
ID FROM TO STATE COMMUNITY
N-084 Alliance, OH CP White, OH Cuyahoga, OH Cleveland, Bedford, Garfield
Heights, Maple Heights,
Oakwood, Walton Hills
Portage, OH Streetsboro, Ravenna
Stark, OH Alliance
Summit, OH Macedonia, Northfield,
Hudson
N-095 Rochester, PA Youngstown, OH Mahoning, OH Youngstown, Campbell,
Struthers, Lowellville
Beaver, PA Koppel, Big Beaver, West
Mayfieid, Patterson Heights,
Beaver Falls, New Brighton,
Fallston, Rochester,
Bridgewater, Monaca
Lawrence, PA New Castle, New Beaver,
Wampum
N-285 Rochester, PA Alliance, OH Beaver, PA Rochester, Beaver,
Bridgewater, New Brighton,
Fallston, West Mayfield,
Darlington Township,
Darlington
Columbiana, OH | Unity, East Palestine, New
Waterford, Fairfield,
Columbiana, Salem,
Leetonia, Franklin Square,
Salem Heights, Butler
Mahoning, OH Perry, Goshen, Yankee
Crossing, Beloit, Sebring,
Maple Ridge, East Alliance
Stark, OH Alliance
N-293a&b Cleveland Cleveland (CP 190), Cuyahoga, OH Cleveland, Lakewood
(CP 181), OH OH
N-293¢ Cleveland (CP Berea, OH Cuyahoga, OH Cleveland, Berea City, Brook
190) OH Park
Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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TABLE AD-2
REVISED MITIGATION PROPOSAL AFFECTED COMMUNITIES
SEGMENT COUNTY,
ID FROM TO STATE COMMUNITY
N-293d Berea, OH Vermilion, OH Cuyahoga, OH Berea, Olmsted Falls,
Unincorporated Area
Lorain, OH Ambherst, Vermilion, Elyria,
North Ridgeville
Erie, OH Vermilion
N-294 Vermilion, OH Oak Harbor, OH Erie, OH Vermilion, Volunteer Bay,
Mitiwanga, Berlin, Ceylon,
Huron, Perkins, Sandusky
Ottawa, OH Portage, Danbury, Gypsum,
Port Clinton, Lacarne, Oak
Harbor

a

SEA identified subsections a through d of rail line segment 293 only for the purposes of this Final EIS.

NS described the improvements and new construction needed to implement the Cloggsville

Alternative routing in its November 1997 proposal. These include:

. Upgrading the track on the Cleveland (Cloggsville)-to-Cleveland (CP 190) rail line
segment (N-074) to NS mainline standards and adding a second main track on this rail
line segment.

. Rehabilitating or replacing a bridge over West 65™ Street, constructingan additional span
over West 150" Street, and constructing a new bridge over Train Avenue in Cleveland.

. Constructing a new ramp at Cloggsville to reduce the maximum grade and improve
horizontal alignment of track.

. Constructing a new interchange with the Flats Industrial Railroad near Cloggsville.

. Installing power switches and crossovers to fully signalize the rail line segment on the
Cleveland (Cloggsville) -to- Cleveland (CP 190) rail line segment (N-074).

. Constructing a new double track route around the Rockport Yard in Cleveland.

. Reconfiguring existing trackage at Cleveland (CP 190), each end of the Rockport Yard,
CP Short, and the Ford Assembly Yard.

Proposed Conrail Acquisition
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. Constructing a second rail connectionat Vermilion (to be accomplished by constructing
a double connection instead of the single connection proposed in the original NS
Operating Plan).

In addition to the improvementslisted above, NS described other improvements associated with
the Revised Mitigation Proposal that include:

. Constructing two-lane grade separations at Front Street in Berea on the CP 190-to-Berea
rail line segment (N-293c¢) in conjunction with the adjacent CSX Short-to-Berearail line
segment (C-074), and at Fitch Road in Olmsted Falls on the Berea-to-Vermilionrail line
segment (N-293d).

. Upgrading highway/rail at-grade crossing protection for the Nickel Plate Line on the
Cleveland (Cloggsville)-to-Vermilion rail line segment (N-080).

The proposed grade separationsin Berea and Olmsted Falls are voluntary, stand-alone projects
to mitigate communities’ concerns with highway/rail at-grade crossing safety and traffic delay.
Neither grade separation is essential to the Revised Mitigation Proposal. Under the original NS
Operating Plan, these crossings would not be grade-separated.

The Revised Mitigation Proposal also addresses highway/rail at-grade crossing safety for the
Edgewater-Cudell neighborhood in Cleveland and West Shore suburbs of Lakewood, Rocky
River, and Bay Village on the Cleveland (Cloggsville)-to-Vermilion rail line segment (N-080).
These communities have raised particular concerns about this issue. Train traffic through these
communities would increase by only 0.4 train per day from 1995 levels. NS proposed to support
the upgrade of highway/rail at-grade crossing protection at 17 highway/rail at-grade crossings
in those communities (consistent with state approval and the availability of public funding).

Potential Changes of the Revised Mitigation Proposal

The potential changes of the Revised Mitigation Proposal would affect the rail traffic routes and
frequencies described in the original Operating Plan to reduce adverse environmental impacts
on several communities in the Greater Cleveland Area. The Revised Mitigation Plan includes
the following decreases in rail traffic:

. Traffic on the Nickel Plate Line on the Cleveland (Cloggsville)-to-Vermilion rail line
segment (N-080) would decrease by 20.2 trains per day from the 34.1 trains per day, as
originally proposed in NS’s Operating Plan, affecting such communities as the
Edgewater-Cudell and Detroit Shoreway neighborhoodsin Cleveland and the West Shore
suburbs of Bay Village, Rocky River, and Lakewood. Under the Revised Mitigation
Proposal, traffic on this rail line segment would be 13.9 trains per day, or 0.4 train above
the 1995 NS Operating Plan levels and 2.5 trains per day below NS’s reported 1997
levels of 16.4 trains per day.

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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. Traffic on the Nickel Plate Line on the Ashtabula-to-Cleveland (Cloggsville) rail line
segment (N-075) would decrease by 10.6 trains per day from the 36.6 trains per day, as
originally proposed in the NS Operating Plan, and affect the University Circle, Little
Italy, Fairfax, and Nottingham neighborhoodsin Cleveland and the communities of East
Cleveland, Ashtabula, and Euclid.

. Traffic on the Youngstown-to-Ashtabula rail line segment (N-082) would decrease by
10.6 trains per day from the 23.8 trains per day, as originally proposed in the NS
Operating Plan, and affect both of the end-point cities.

SEA’s Evaluation of the NS Revised Mitigation Proposal and Supplemental Environmental
Report

At SEA’s request, NS conducted analyses of potential environmental impacts for the Revised
Mitigation Proposal. The Supplemental Environmental Report (Attachment A) presents the
results of NS’s analyses. SEA reviewed the Supplemental Environmental Report to determine
whether the methodologies NS used for assessment of potential environmental impacts were
consistent with the methodologies SEA used for this Final EIS. For selected issues, SEA
conducted additional analyses to address discrepancies in the NS analyses or to verify the
analyses according to the methodology established for this Final EIS. SEA reviewed and
evaluated the analyses and findings presented in the Supplemental Environmental Report and
presents the results of that evaluation and those additional analyses in this section. SEA also
used information in the evaluation of routing alternatives in the Greater Cleveland Area as
presented in Appendix N, “Community Evaluations,” of this Final EIS.

SEA’s analysis of the potential environmental effects of the Revised Mitigation Proposal is
discussed in this Addendum. SEA has concluded that the Revised Mitigation Proposal
substantially addresses concerns expressed by the Cities of Cleveland, East Cleveland,
Ashtabula, and the communities west of Cleveland. Therefore, as discussed in Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS, SEA recommends that if the
Board approves the proposed Conrail Acquisition, it should include as a condition a requirement
that NS implement its Revised Mitigation Proposal.

Two components of the Revised Mitigation Proposal contain rail line construction activities.
These two construction projects are the Cloggsville Connection, which consists of construction
of a new connector around Rockport Yard, and the Vermilion Double Connection, which
involves construction of a double connector between two existing rail line segments. No new
construction activities outside of the Greater Cleveland Area are associated with the Revised
Mitigation Proposal. The following discussion of SEA’s evaluation and additional analyses
focuses on changes to rail traffic routing and frequencies described in the Revised Mitigation
Proposal. Because Appendix N, “Community Evaluations,” and Chapter 4, “Summary of
Environmental Review,” of this Final EIS evaluate and analyze the construction projects
associated with the Revised Mitigation Proposal, this Addendum limits the discussion of

Proposed Conrail Acquisition May 1998 Final Environmental impact Statement
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construction impacts to evaluating NS conclusions of impacts associated with constructions,
verifying NS findings, and identifying discrepancies with SEA’s analyses for this Final EIS.

Safety: Highway/Rail At-grade Crossings

SEA’s evaluation indicates that NS conducted an analysis for the Supplemental Environmental
Report in accordance with the methodology established for the Draft EIS and the Final EIS. In
the Supplemental Environmental Report, NS did not identify highway/rail at-grade crossings that
would meet or exceed the Board’s criteria for significance for analysis of highway/rail at-grade
crossing safety and traffic delay or warrant mitigation as a result of the changes to rail traffic
routing and frequencies described in the Revised Mitigation Proposal. However, NS did provide
this information in its May 5, 1998 letter, attached to this Addendum as Attachment B. NS
determined that 16 rail line segments would experience changes in trains per day, and included
accident data for crossings on those rail line segments.

SEA reviewed the FRA database for rail line segments in the NS report to determine whether any
warning device had been upgraded between 1991 and 1995, the 5-year period of accident history
considered in the EIS, or whether any warning devices had been upgraded after 1995. Based on
this review, SEA determined that several crossings that appear to warrant mitigation in the NS
report have, in fact, had warning device upgrades since 1995 and therefore do not require
additional mitigation. Chapter 7, “Recommended Environmental Conditions,” of the Final EIS
presents the list of highway/rail at-grade crossings warranting mitigation.

SEA determined that four locations exceed the criteria of significance for highway/rail at-grade
crossing safety. This Final EIS and the Revised Mitigation Proposal identify three of the four
crossings warranting mitigation. They are:

. Rail line segment N-079, Sandusky County, CR292 (FRA ID #473673T).
. Rail line segment N-079, Sandusky County, Kilbourne Road (FRA ID #473668W).
. Rail line segment N-079, Sandusky County, Fangboner Road (FRA ID #476726P).

Chapter 7, “Recommended Environmental Conditions,” discusses the specific mitigation
recommended for these crossings. The fourth location is a new crossing not identified in the
Final EIS but that would warrant mitigation.

. Rail line segment N-084, Stark County, Greenbower Road in Alliance (FRA ID #
503019H).

SEA visited this highway/rail at-grade crossing and observed that the recommended warning
device upgrade is already in place. Therefore, SEA does not recommend additional mitigation.

Proposed Conrail Acquisition ' May 1998 Final Environmental Impact Statement
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Safety: Hazardous Materials Transport

Based on the changes to rail traffic routing and frequencies described in the Revised Mitigation
Proposal and the analysis provided in the Supplemental Environmental Report, SEA has
determined that the number of rail line segments that would meet SEA’s criteria of significance
for hazardous materials transport safety in the Final EIS would change, as presented in Table
AD-1 of this Addendum. SEA determined that a potential change in the volume of hazardous
materials transported would be significant and warrant mitigation if it satisfied either of the
following criteria:

. A rail line segment would become a key route. For the purposes of this EIS, SEA
defines a key route as a rail line segment that carries at least 10,000 carloads of
hazardous materials per year.

. A rail line segment would become a major key route. For the purposes of this EIS,
SEA defines a major key route as a rail line segment that would carry a projected annual
increase of at least twice the volume of hazardous materials currently transported on the
rail line segment and also would exceed 20,000 hazardous materials carloads per year.

Table AD-3 shows which rail line segments would be affected as a result of the changes to rail
traffic routing and frequencies proposed by NS. The Cleveland (Cloggsville)-to-CP 190 rail line
segment (N-074) would become a new key route and a major key route, and the Oak Harbor-to-
Bellevue rail line segment (N-079) would become a major key route. The Rochester,
Pennsylvania-to-Youngstown, Ohio (N-095); Youngstown-to-Ashtabula (N-082); and
Cleveland-to-Vermilion (N-080) rail line segments would no longer qualify as key routes or
major key routes. SEA has modified its recommended mitigation for these routes in Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS.

TABLE AD-3
HAZARDOUS MATERIALS TRANSPORT ON RAIL LINE SEGMENTS
AFFECTED BY THE NS REVISED MITIGATION PROPOSAL

Hazardous Materials Rail Cars
Transported per Year
Post-Acquisition
Change in Safety From
Rail Line Original NS | NS Revised Original Operating
Segment Pre- Operating Mitigation Plan to Revised
Number From To Acquisition Plan Proposal Mitigation Proposal
N-072 Vermilion, OH Bellevue, OH 9,000 15,000 14,000 None
N-074 Cleveland, OH Cleveland, OH 0 6,000 22,000 New Key Route/Major
(Cloggsville) (CP 190) Key Route
N-075 Ashtabula, OH Cleveland, OH 7,000 37,000 27,000 None
(Cloggsville)
Proposed Conrail Acguisition May 1998 Final Environmental Impact Statement
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TABLE AD-3
HAZARDOUS MATERIALS TRANSPORT ON RAIL LINE SEGMENTS
AFFECTED BY THE NS REVISED MITIGATION PROPOSAL

Hazardous Materials Rail Cars
Transported per Year
Post-Acquisition
Change in Safety From
Rail Line Original NS | NS Revised Original Operating
Segment Pre- Operating Mitigation Pian to Revised
Number From To Acquisition Plan Proposal Mitigation Proposal
N-079 Qak Harbor, OH Bellevue, OH 3,000 18,000 24,000 Major Key Route
N-080 Cleveland, OH Vermilion, OH 9,000 32,000 6,000 No Longer a New Key
Route/Major Key Route
N-081 White, OH Cleveland, OH 12,000 34,000 44,000 None
(CP 181)
N-082 Youngstown, OH | Ashtabula, OH 2,000 11,000 1,000 No Longer a New Key
Route
N-084 Alliance, OH White, OH 29,000 33,000 43,000 None
N-095 Rochester, PA Youngstown, OH 2,000 11,000 1,000 No Longer a New Key
Route
N-285 Rochester, PA Alliance, OH 70,000 35,000 45,000 None
N-293 Cleveland, OH Cleveland, OH 84,000 46,000 56,000 None
a&b® (CP 181) (CP 190)
N-293¢* Cleveland, OH Berea, OH 84,000 46,000 72,000 None
(CP 190)
N-293d Berea, OH Vermilion, OH 84,000 40,000 66,000 None
N-294 Vermilion, OH Oak Harbor, OH 82,000 58.000 59,000 None

a

Train traffic includes CSX frackage rights
Safety: Freight Rail Operations

The NS Supplemental Environmental Report does not specifically address freight rail safety
issues. SEA conducted its own analysis of the changes to rail traffic routing and frequencies
described in the Revised Mitigation Proposal. Based on this analysis, SEA identified one
additional rail line segment, Cleveland (CP 190)-to-Berea (N-293c¢), that would exceed SEA’s
criteria of significance and warrant mitigation because it is a rail line segment that will
experience an increase in traffic of 8 trains per day or greater and an accident rate interval of less
than 100 years. Attachment C of this Addendum presents the results of SEA’s analysis.

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
AD-19



Addendum to the Final Environmental Impact Statement

Safety: Passenger Rail Operations

NS’s Supplemental Environmental Report does not specifically address passenger rail safety
issues. SEA conducted its own analysis of the changes to rail traffic routing and frequencies
described in the Revised Mitigation Proposal. SEA concluded that no change would occur in
passenger rail service based on the information provided in the Supplemental Environmental
Report. The results of the analysis appear in Attachment C of this Addendum.

Transportation: Passenger Rail Service

SEA reviewed changes to rail traffic routing and frequenciesdescribed in the Revised Mitigation
Proposal. SEA concluded that no change would occur in passenger rail service based on the
information provided in the Supplemental Environmental Report.

Transportation: Highway/Rail At-grade Crossing Delay

For the Supplemental Environmental Report, NS performed analyses of vehicle delay using two
methods. One method (see Table 4 of Attachment B of this Addendum) was in general
accordance with the methodology established for the Draft and the Final EIS. The second
method (see Table 3 of Attachment B of this Addendum) was not adopted by SEA but does
provide a useful comparisonto SEA’s methodology. However, SEA has not adopted the results
because NS used train speeds that SEA determined did not reflect typical operating speeds
through the crossings. The train speeds that NS used were generally higher than the train speeds
that SEA used in the analyses for this Final EIS. As a result, NS did not identify crossings that
would experience a significant increase in vehicle delay as a result of changes to rail traffic
routing and frequencies described in the Revised Mitigation Proposal.

SEA conducted its own independent analysis and determined that one location would exceed the
criteria of significance for vehicle delay at highway/rail at-grade crossings. This crossing—rail
line segmentN-079, Sandusky County, Kilbourne Road (FRA ID #473668 W)—isalso identified
in this Final EIS.

SEA notes that the Revised Mitigation Proposal, when compared to the Operating Plan, would
result in an increase of 1.0 train per day on the Oak Harbor-to-Bellevue rail line segment (N-
079) (i.e., an increase of 18.5 trains per day versus 19.5 under the NS original Operating Plan.)
Even though the train volumes over the highway/rail at-grade crossing slightly increased, this
change has only a negligible effect on the delay analysis on Kilbourne Road. SEA notes that NS
has executed a Negotiated Agreement with the City of Bellevue, Ohio, regarding local impacts
of the proposed Conrail Acquisition. Therefore, SEA recommends that the Board require NS
to abide by the terms of that agreement.

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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Emergency Vehicle Response Delay

NS’s Supplemental Environmental Report does not specifically address emergency response
vehicle delay. SEA analyzed the effects of the changes to rail traffic routing and frequencies
described in the Revised Mitigation Proposal on emergency response services and reassessed the
need for mitigation. The Revised Mitigation Proposal would change the impacts on emergency
services in some communities.

Because the proposed rerouting would reduce train traffic in some communities where SEA
recommended the Applicants provide, install, and maintain real-time train location monitoring
systems, SEA analyzed the revised train traffic to determine the effects on potential emergency
vehicle delay. The analysis indicated that because of the rerouting, two of the communities
would no longer warrant the monitoring systems.

The City of Lakewood commented that an Acquisition-related increase in train traffic on the
Vermilion-to-Clevelandrail line segment (N-080) would increase delays to emergency vehicles
at highway/rail at-grade crossings with local streets. SEA initially concluded in this Final EIS
that a real-time train location monitoring system would be warranted. With the rerouting, the
increase in train traffic on the Vermilion-to-Cleveland rail line segment (N-080) would be only
0.4 trains per day and would not have a significant effect on emergency services. Therefore,
SEA concluded that mitigation for emergency services in the City of Lakewood would not be
warranted.

In Vermilion, Ohio, the Vermilion-to-Cleveland rail line segment (N-080) affects emergency
services, as the southern portion of the community is on the opposite side of the tracks from most
of the emergency service facilities. SEA’s analysis indicated that impacts there warranted
mitigation; but with the rerouting, the increase in train traffic on the Vermilion-to-Clevelandrail
line segment (N-080) would not meet the Board’s thresholds for environmental analysis. SEA
concluded the rerouting would also reduce the increase on the Vermilion-to-Bellevue rail line
segment (N-072), but it has less impact on emergency services because it does not run through
the community. SEA found the rerouting would add to the increase in train traffic on the
Vermilion-to-Berea rail line segment (N-293d), which runs through downtown Vermilion; but
the addition would not meet or exceed the Board’s thresholds for environmental analysis. In
addition, several grade-separated crossings exist on the Berea-to-Vermilion (N-293d) rail line
segment. SEA concluded that, as a result of these changes, rail line segments associated with
Vermilion no longer warrant mitigation for emergency services.

Although the rerouting would change the impacts on emergency services in Ashtabula, Ohio, the
change would not be sufficient to alter SEA’s recommendation for a real-time train location
monitoring system. Three NS rail line segments in Ashtabula—Youngstown-to-Ashtabula (N-
082), Ashtabula-to-Cleveland(Cloggsville) (N-075), and Ashtabula-to-Buffalo (N-070)— met
the Board’s threshold for environmental analysis. The rerouting would reduce the Acquisition-
related increase in train traffic on the NS Youngstown-to-Ashtabula rail line segment (N-082)
so that it does not meet the Board’s threshold for environmental analysis. The rerouting would
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reduce the Acquisition-relatedincrease on the NS Ashtabula-to-Cleveland(Cloggsville)rail line
segment (N-075) so that the emergency vehicle delay would be less than described in this Final
EIS, but it would not change the increase on the NS Ashtabula-to-Buffalo rail line segment (N-
070). Because the latter two rail line segments have a greater effect on emergency services, SEA
concluded that Ashtabula would continue to warrant mitigation for emergency services.

In this Final EIS, SEA recommended mitigation for emergency services in Berea and Oak
Harbor, Ohio. The rerouting would affect train traffic in both communities. In Berea, the
rerouting would create a larger Acquisition-relatedincrease on the Cleveland (CP 190)-to-Berea
(N-293¢) and Berea-to-Vermilion (N-293d) rail line segments. In Oak Harbor, the rerouting
would reduce the Acquisition-related increase in train traffic only slightly. SEA continues to
recommend mitigation for emergency services in Berea and Oak Harbor.

Transportation: Roadway Systems

NS’s Supplemental Environmental Report does not specifically address roadway system effects.
SEA reviewed the Revised Mitigation Proposal to evaluate the effects of proposed changes to
rail traffic routing and frequencies on roadway systems. SEA determined that all local shippers
would retain access to rail service, although some shippers who are currently on mainline routes
would be on secondary routes. Because rail access to passenger or freight traffic would not
decrease, SEA has determined that no impact would occur on local, regional, or national
transportation systems. As a result, SEA concluded that no mitigation is warranted.

Transportation: Navigation

The Supplemental Environmental Report does not specifically address navigation. SEA
determined that higher levels of train traffic on these river-crossing rail line segments could
create operational problems for the railroad if a river crossing became a “bottleneck™ for rail
traffic because NS must give full preference to river navigation and not cause water craft to
queue near bridges when railroad crossings occur. SEA concluded that the proposed increase
of 5.1 trains per day at the drawbridge over the Cuyahoga River on the Cleveland (CP 181)-to-
Cleveland (CP 190) rail line segment (N-293a&b) would not cause additional constraints for
river traffic.

Energy

After reviewing NS’s Supplemental Environmental Report, SEA does not expect the quantities
of energy resources or recyclable commodities transported to change substantially as a result of
the NS Revised Mitigation Proposal for train traffic in the Greater Cleveland Area. Therefore,
SEA did not find potential significant environmental impacts and does not recommend
mitigation.
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Air Quality

SEA reviewed the air quality information contained in NS’s Supplemental Environmental
Report. Table AD-4 shows SEA's estimated nitrogen oxides (NO,) emissions increases above
the 1995 baseline, by affected county, for NS’s original Operating Plan and for NS’s Revised
Mitigation Proposal. SEA determined that Trumbull County would not exceed the Board’s
thresholds for environmental analysis under the Revised Mitigation Proposal, but it is included
here to provide a comparison of emissions over equal geographic areas.

As shown in the table, NO, emissions in Ashtabula, Lake, and Trumbull Counties would be
approximately 200 to 330 tons per year lower under the Revised Mitigation Proposal than under
the original Operating Plan. SEA's estimates indicate that NO, emissions in Cuyahoga and
Lorain counties would be approximately 290 and 150 tons per year higher, respectively, under
the Revised Mitigation Proposal than under the original Operating Plan. SEA determined that
NO, emissions associated with other counties would vary slightly.

SEA's calculations indicate that the total NO, emissions under the Revised Mitigation Proposal
would be slightly lower than the total NO, emissions increases under NS’s original Operating
Plan. Previously, SEA found that NO, emissions primarily pose concern on a regional basis
because NO, is a precursor pollutant that can enhance ozone formation. Thus, SEA determined
that the total emissions change over the region (northeastern Ohio) is more relevant than the local
county-by-county changes. '

However, under cither the original Operating Plan or the Revised Mitigation Proposal, SEA
concludes that the NO, emissions increases would represent relatively small percentages in the
affected region and that the increases would be too small to significantly affect attainment of the
ozone National Ambient Air Quality Standards (NAAQS). Also, SEA determined that the local
NO, increases associated with the proposed Conrail Acquisition would be more than offset by
the NO, emission decreases associated with EPA's recent rule to establish emissions standards
for new and rebuilt locomotives. Therefore, SEA concludes that the potential air quality impacts
of both the original Operating Plan and the Revised Mitigation Proposal are insignificant in all
affected areas..

TABLE AD-4
SUMMARY TABLE OF PROJECTED NOy EMISSIONS INCREASES
County Projected NO, Emissions Increase (ton per year)
NS Original Operating Plan NS’ Revised Mitigation
Proposal

Trumbull * 213.31 5.54

Ashtabula 601.89 270.06

Lake 556.53 ) 322.71
Proposed Conrall Acquisition ' May 1998 Final Environmental Impact Stafement
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TABLE AD-4
SUMMARY TABLE OF PROJECTED NOx EMISSIONS INCREASES
County Projected NO, Emissions Increase (ton per year)
NS Original Operating Plan NS’ Revised Mitigation

Proposal
Cuyahoga 787.45 1074.43
Lorain 648.01 792.59
Erie -78.56 -65.62
Huron 762.53 760.50
Sandusky 210.77 185.26
Ottawa ‘ -7.17 5.62
TOTAL 3694.76 3351.09

a NS’s Revised Mitigation Proposal does not include a detailed analysis for Trumbull County

because the Youngstown-to-Ashtabula rail line segment (N-082) would no longer meet or exceed
the Board’s thresholds for air quality analysis.

Noise

SEA reviewed and confirmed the noise information in the Supplemental Environmental Report
and confirmed the findings, with the exception of the information for the Cleveland
(Cloggsville)-to-Cleveland (CP190) rail line segment (N-074). NS’s Supplemental
Environmental Report states that the L, values for rail line segment N-074 would increase by
8.4 dBA, and the 70 dBA L, contour would be 65 feet from the rail line segment. Based on the
revised number of trains per day data provided in the Supplemental Environmental Report,
SEA’s calculations confirm the 8.4 dBA increase, but SEA disagrees with the 65-foot distance.
Apparently, NS used a Sound Exposure Level (SEL) value of approximately 98.4 dBA to
calculate the 65-foot distance. SEA disagrees with the use of this SEL value and used an SEL
value of 100 dBA to be consistent with the CSX noise modeling in the Draft EIS and the Final
EIS. (The rationale for the use of the 100 dBA SEL value is presented in Appendix J, “Noise
Analysis,” of this Final EIS.) Using the 100 dBA SEL value, SEA calculated an 80-foot distance
to the 70 dBA L, noise contour for the Cleveland (Cloggsville)-to-Cleveland (CP190) rail line
segment (N-074) following the proposed Conrail Acquisition. The Supplemental Environmental
Report states that no sensitive noise receptors are within 65 feet of the rail line segment, but SEA
identified 20 receptors within 80 feet (that is, within the 70 dBA L, noise contour).

Using the revised train traffic data provided in the Supplemental Environmental Report, SEA
calculated the distance of 119 feet to the 70 dBA L, noise contour for the Oak Harbor-to-
Bellevue rail line segment (N-079). SEA used a value of 27.2 trains per day for the Final EIS
noise analysis and 26.2 trains per day for the revised noise analysis for post-Acquisition
“conditions.  SEA counted 68 receptors within 119 feet of the tracks (that is, the 70 dBA L,

Proposed Conrail Acquisition May 1998 " Final Environmental Impact Statement
AD-24



Addendum fo the Final Environmental Impact Statement

contour). SEA had previously counted 70 receptors within 122 feet of the tracks (that is, the 70
dBA L, contour) for this Final EIS noise analysis.

In summary, SEA concluded that the number of receptors requiring mitigation decreased by 2
for the Oak Harbor-to-Bellevuerail line segment (N-079) but increased by 20 for the Cleveland
(Cloggsville)-to-Cleveland (CP 190) rail line segment (N-074) as a result of the revised train
frequency data. As a result, SEA recommends noise mitigation for the Cleveland (Cloggsville)-
to-Cleveland (CP 190) rail line segment (N-074). The revised data did not change the noise
mitigation requirements outside of the Greater Cleveland Area. The locations of receptors that
would exceed 70 dBA L, and experience an increase of at least 5 dBA L, for rail line segments
N-074 and N-079 are listed in Attachment D and shown in Attachment E of this addendum.

Cultural Resources

Chapter 4, Section 4.19, “Community Evaluations,” and Appendix N, “Community
Evaluations,” of this Final EIS present detailed discussions of analysis results, impacts, and
recommended mitigation for cultural resources. No additional construction activities outside of
the Greater Cleveland Area are associated with the Revised Mitigation Proposal.

Cloggsville Connection Construction. The Supplemental Environmental Report identifies no
cultural resources within the Area of Potential Effects of the Cloggsville Connection construction
that are listed in or eligible for the National Register of Historic Places (NRHP). This is
consistent with SEA’s findings presented in Appendix N, “Community Evaluations,”of the Final
EIS.

Vermilion Double Connection Construction. The Supplemental Environmental Report states
that no cultural resources associated with the originally proposed single Vermilion Connection
are listed in or eligible for the NRHP. This is consistent with the findings presented by SEA in
Appendix N, “Community Evaluations,” of the Final EIS. On December 24, 1997, SEA
received a letter from the Ohio State Historic Preservation Office (SHPO) concurring with SEA's
conclusion that no historic properties exist on the site of the original single connection. Because
access onto private property within the Area of Potential Effects for the newly proposed second
connection is restricted, the NS cultural resource consultants were not able to complete a cultural
resource assessment survey. However, on May 12-14, 1998, SEA conducted a cultural resources
survey in the remaining Area of Potential Effects and identified no cultural resources that are
listed in or eligible for the National Register of Historic Places (NHRP). Chapter 4, Section
4.19, “Community Evaluations,” of this Final EIS provides a detailed description of the cultural
resources evaluation for the Vermilion Double Connection. SEA determined that no additional
construction or abandonment projects are associated with the Revised Mitigation Proposal, and
impacts from changes to rail traffic routes or frequencies do not affect cultural resources.
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Hazardous Waste Sites

Chapter 4, Section 4.19, “Community Evaluations,” and Appendix N, “Community
Evaluations,” of this Final EIS present detailed discussions of analysis results, impacts, and
recommended mitigation for hazardous waste sites. No additional constructionactivities outside
of the Greater Cleveland Area are associated with the Revised Mitigation Proposal.

Cloggsville Connection Construction. The Supplemental Environmental Report presented the
results of an Environmental Database Resources (EDR) database report and a Phase I
environmental site assessment for the proposed Cloggsville Connection construction. These
reports identified and included four Transportation, Storage, and Disposal Facilities; one
Comprehensive Environmental Response, Compensation, and Liability Information System
(CERCLIS) site; one Solid Waste Transfer Facility; seven Ohio hazardous waste sites; and five
Resource Conservationand Recovery Act (RCRA) Corrective Action sites located within 1 mile
of the proposed construction and realignment corridor. The EDR report identified 22 sites that
could not be located on maps because the address information was inadequate. NS could not
locate these sites. NS’ Supplemental Environmental Report states that if any hazardous waste
sites are identified during the proposed construction, they would be addressed in accordance with
applicable Federal and state regulations.

During its site visit, SEA identified an aboveground storage tank on the eastern side of the
Rockport Yard within the proposed area of construction for the Cloggsville Connection.
However, SEA did not identify, nor did the reports reveal, any hazardous waste sites within the
area of construction that would warrant specific mitigation. Therefore, SEA recommends the
Board require no additional mitigation because existing Federal, state, and local regulations and
NS’s standard construction practices should adequately address the above ground storage tank
removal as well as the assessment and remediation of any contaminated areas discovered during
the construction.

Vermilion Double Connection Construction. NS conducted an EDR database search and a
site survey for the proposed Vermilion Double Connection construction. The results of the
search indicated that four sites are within 1 mile of the proposed construction; they could not
be located on maps because the address information is inadequate. However, the site survey
revealed that none of the four sites are within a %2-mile radius of the proposed construction. The
Supplemental Environmental Report stated that the proposed Conrail Acquisition construction
would not affect any hazardous waste sites. Therefore, SEA recommends the Board require no
additional mitigation because existing Federal, state, and local regulations and NS standard
construction practices should adequately address the assessment and remediation of any
contaminated areas discovered during the construction.

Natural Resources

Chapter 4, Section 4.19, “Community Evaluations,” and Appendix N, “Community
Evaluations,” of this Final EIS present detailed discussions of analysis results, impacts, and
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recommended mitigation for natural resources. No additional construction activities outside of
the Greater Cleveland Area are associated with the Revised Mitigation Proposal.

Cloggsville Connection Construction. Based on a review of the Supplemental Environmental
Report, SEA determined that the methodology NS described was consistent with this Final EIS.
SEA also reviewed the potential environmental impacts NS described and concurred with all of
NS’s conclusions except the discussion of surface water resources located within the project area
at the NS Rockport Yard. NS stated that no surface water resources are located within the
Rockport Yard vicinity. During its site visit, SEA determined that two perennial streams
converge within the construction area and, prior to construction, NS must obtain appropriate
permits for the stream crossings.

Vermilion Double Connection Construction. SEA reviewed the Supplemental Environmental
Report and determined that the NS methodology was consistent with the natural resource
analysis methods SEA used for the Final EIS. SEA verified the analysis of the Vermilion
Double Connection and found the NS impact analysis to be consistent with its own. However,
this area potentially contains habitat for the Federally listed endangered Indiana bat. Due to the
presence of potential habitat, SEA recommends that NS coordinate with the U S Fish and
Wildlife Service (USFWS) and the Ohio Department of Natural Resources to determine the
potential presence of the endangered Indianabat. See Chapter 7, “Recommended Environmental
Conditions,” of this Final EIS for final recommended mitigation for natural resources.

Land Use and Socioeconomics

Chapter 4, Section 4.19, “Community Evaluations,” and Appendix N, “Community
Evaluations,” of this Final EIS present detailed discussions of analysis results, impacts, and
recommended mitigation for land use and socioeconomics. No additional constructionactivities
outside of the Greater Cleveland Area are associated with the Revised Mitigation Proposal.

Cloggsville Connection Construction. SEA has not determined whether this construction
project is consistent with local land use plans. However, because this construction would only
serve to enhance transportation activity along an existing corridor, SEA does not anticipate any
inconsistencies with local land use plans.

Vermilion Double Connection Construction. The area of proposed construction is currently
zoned light industrial and rural residential. The proposed activity is not within a designated
coastal zone. SEA has determined that the proposed Vermilion Double Connection construction
would not affect land use and socioeconomics.

Environmental Justice
SEA evaluated the NS Revised Mitigation Proposal that would likely address the environmental

justice concerns in the cities of Cleveland, East Cleveland, Ashtabula, Berea, and Euclid, as well
as West Shore suburbs of Cleveland. SEA conducted an environmental justice analysis for the
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Revised Mitigation Proposal to determine whether, in the absence of mitigation,
disproportionately high and adverse environmental impacts on minority and low-income
populations would occur within the Areas of Potential Effect adjacent to the affected rail line
segments. SEA used the refined methodology described in Chapter 4, “Summary of
Environmental Analysis,” and Appendix M, “Environmental Justice Methodology,” of this Final
EIS to address comments on the Draft EIS that generally stated that increased train traffic under
the proposed Conrail Acquisition could affect low-income and minority populations
disproportionately.

SEA determined that the Revised Mitigation Proposal would not have disproportionate effects
on low-income and minority populations with respect to noise, highway/rail at-grade crossing
safety, and traffic delay in the Greater Cleveland Area. However, SEA determined that the
Revised Mitigation Proposal would have disproportionate hazardous materials transport effects
in the Greater Cleveland Area. SEA concurs with NS’s findings that the area surrounding the
proposed rerouting contains a lower percentage of minority and low-income populations than
does the Nickel Plate line from Cleveland (Cloggsville) to Vermilion (N-080). Census block
groups in Cleveland with affected minority and low-income populations are located on the
White-to-Cleveland (CP 181)(N-081)rail line segment. Census block groups in East Cleveland
and Euclid with affected minority and low-income populations are located on the Nickel Plate
Line, Ashtabula- to-Cleveland (Cloggsville)(N-075) rail line segment. The rail line segments
outside of Cleveland that include disproportionateeffects related to hazardous materials transport
would remain (absent further mitigation) because the segments involved in the Revised
Mitigation Proposal in those areas would experience only modest reductions in train traffic and
hazardous materials transport.

SEA estimated that without mitigation approximately 95,000 minority and low-income persons
would be disproportionately exposed to hazardous materials transport under the Revised
Mitigation Proposal, compared with approximately 98,800 minority and low-income persons that
would be disproportionately affected under the original NS Operating Plan.

SEA concluded that the Revised Mitigation Proposal provides modest reductions in the adverse
impacts to the minority and low-income populations that would be disproportionately affected
by hazardous materials transport impacts absent further mitigation.

Conclusion

NS prepared its Revised Mitigation Proposal, in part, based on comments submitted by the
communities of the Greater Cleveland Area. SEA reviewed and verified the NS Supplemental
Environmental Report and conducted additional analysis as needed. SEA determined that the
Revised Mitigation Proposal would cause different environmental effects compared with the NS
proposed Operating Plan, such as:

. Fewer rail line segments for which SEA recommends new key route or major key route
mitigation.
Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
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. No emergency response mitigation in Lakewood and Vermilion, Ohio.

. Eighteen noise-sensitive receptors that warrant mitigation.

. One new rail line segment for which SEA recommends freight rail safety mitigation.

. A slightly smaller estimated environmental justice population (95,000 instead of 98,800)

in Cuyahoga County, Ohio, potentially affected by the proposed Conrail Acquisition.

While the NS Revised Mitigation Proposal does not represent substantial changes (either positive
or negative) from the NS proposed Operating Plan in the corridor from Rochester, Pennsylvania
to Oak Harbor, Ohio, SEA noted a number of qualitative benefits to the proposal. For instance,
SEA notes that the Revised Mitigation Proposal would reduce the number of exposed
highway/rail at-grade crossings and improve overall safety. Under the original NS Operating
Plan, traffic on six rail line segments with 236 highway/rail at-grade crossings would increase
by 8 or more freight trains per day in the corridor from Rochester, Pennsylvania to Oak Harbor,
Ohio. Under the Revised Mitigation Proposal, traffic on six rail line segments would increase
by 8 or more freight trains per day, potentially affecting 105 highway/rail at-grade crossings that
exist on these six rail line segments.

In addition, the Revised Mitigation Proposal addresses concerns from the Cities of Cleveland,
East Cleveland, Ashtabula, and the communities west of Cleveland. For example, the Revised
Mitigation Proposal reduces overall freight train traffic through Ashtabulaand in the University
Circle area of Cleveland by a projected 10.6 trains per day compared to the proposed number of
trains in the NS Operating Plan. Similarly, the Revised Mitigation Proposal increased the
proposed number of freight trains through the Cleveland suburbs of Lakewood, Bay Village, and
Rocky River by 0.4 train per day compared to an increase of 20.6 trains per day as in the NS
Operating Plan.

SEA recognizes that the overall freight train traffic through the Greater Cleveland Area remains
high and that the Revised Mitigation Proposal would cause significant adverse environmental
impacts for which SEA has recommended mitigation. However, SEA notes that the Revised
Mitigation Proposal also represents a reasonable and feasible proposal by NS to address many
of the concerns the Greater Cleveland Area raised. Therefore, as discussed in Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS, SEA recommends that if the
Board approves the proposed Conrail Acquisition, it should include as a condition a requirement
that NS implement the Revised Mitigation Proposal.

AD.3.3 Alexandria, Indiana Rail Connection
This section describes additional analysis pertaining to the operational aspects of the Alexandria

Connection, which is one of the Seven Separate Connections that the Board approved for
constructionin November 1997. Specifically, this section describes the new information about
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operational changes, additional analysis, and potential significantadverse environmental impacts
to highway/rail at-grade crossing delay associated with the Alexandria Connection.

Relationship to the Final EIS

On May 2, 1997, CSX and NS petitioned the Board for a waiver to allow the Applicants to file
separate applications for early construction of seven rail connections (the Seven Separate
Connections), prior to the Board’s decision on the proposed Conrail Acquisition. After
considering the railroads’ waiver requests and the comments submitted by other interested
parties, the Board granted the waiver petitions in Decision No. 9 in this proceeding on June 11,
1997. (See Appendix R, “All Relevant Board Decisions.”) CSX and NS assumed the risk that
the Application might be denied or they would not be able to operate over one or more of the
new rail connections.

The Board ensured that there would be a full environmental review of each of the Seven Separate
Connections. InaNovember?25, 1997 decision, the Board gave final approval, subject to certain
environmental mitigation conditions, for physical construction of these seven projects. (See
Decision for Sub. Nos. 1-7, November 25, 1997, in Appendix R, “All Relevant Board
Decisions.”) As noted, the Applicants may not begin rail line operations over the Seven Separate
Connections until SEA completesits EIS process for the proposed Conrail Acquisition and the
Board approves the proposed Conrail Acquisition with or without conditions, which may affect
the referenced operations. The Alexandria Connectionis one of the Seven Separate Connections
for which the Board approved early construction.

SEA evaluated the potential environmental impacts of railroad operations over the Seven
Separate Connections as a part of the analysis of rail line segments in this Final EIS. The
analysis and potential impacts are described in Chapter 4, “Summary of Environmental Review,”
and Chapter 5, “Summary of Comments and Responses,” of this Final EIS, and in Chapter 5 of
the Draft EIS (sections vary by location of the rail connections).

Overview of the Proposed Rail Connection

The Alexandria Connection involves the construction, operation, and maintenance of a new rail
connection between the intersection of the existing Conrail and NS rail lines (see Figure AD-3).
Conrail currently owns and operates the north/south line that extends between Goshen and
Anderson, Indiana—the Goshen-to-Alexandria (N-305) and Alexandria-to-Anderson (N-306)
rail line segments—while NS owns and operates the east/west line that extends between Muncie
and Lafayette, Indiana—the Alexandria-to-Muncie (N-040) and Lafayette Junction-to-
Alexandriarail line segments (N-489). If the Board approves the proposed Conrail Acquisition,
NS would acquire the Conrail rail lines through Alexandria. Table AD-5 presents information
on the affected rail line segments.
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TABLE AD-5
RAIL LINE SEGMENTS AFFECTED BY THE ALEXANDRIA CONNECTION

Owner Trains per day”
Segment ID Segment Location Pre-Acq. Post-Aeq. Pre-Acq. | Post-Acq.
N-305 Goshen to Alexandria CR NS 4.7 6.8
N-306 Alexandria to Anderson CR NS 43 0.0
N-040 Alexandria to Muncie NS NS 2.6 11.8
N-489 Lafayette Junction to NS NS 3.0 4.8
Alexandria

NX04 Alexandria Connection n/a NS n/a 6.8

a Slight variations in the total trains per day result from the methodology used to calculate train

volume.

The NS Operating Plan indicates that this rail connection is necessary in the northeast quadrant
of the intersection in order to develop a more efficient rail network if the Board approves the
proposed Conrail Acquisition. NS intends to operate this rail connection immediately upon
approval of the proposed Conrail Acquisition.

The number of trains on the Alexandria-to-Muncie rail line segment (N-040) would increase
from 2.6 trains per day to 11.8 trains per day following the proposed Conrail Acquisition. This
represents an increase of 9.2 trains per day, which exceeds the Board’s threshold for
environmental analysis. Accordingly,in the Draft EIS, SEA analyzed the highway/rail at-grade
crossings on the Alexandria-to-Muncie rail line segment that have average daily traffic (ADT)
volumes of 5,000 vehicles or more. Harrison Street and State Route 9 (SR9) in Madison County
meet this criteria. Of the 11.8 trains per day on the Alexandria-to-Muncie rail line segment (N-
040), 6.8 trains per day would use the new rail connection between the Alexandria-to-Muncie
(N-040) and the Goshen-to-Alexandria (N-305) rail line segments.

For the analysis in the Draft EIS, SEA assumed that the new switch at the rail connection would
be remote controlled. In its Environmental Assessment of October 1997, SEA calculated train
speeds following the proposed Conrail Acquisition to be 10 mph for the 6.8 daily trains that
would use the Alexandria Connection and 40 mph for the 4.8 daily trains that would travel
east/west through the rail connection on the Alexandria-to-Muncie (N-040) and the Lafayette
Junction-to-Alexandria (N-489) rail line segments. Prorating these values would result in an
average overall speed of 20 mph over Harrison Street and SR9. Based on these train speeds,
SEA determined that vehicles stopped at the Harrison Street and SR9 highway/rail at-grade
crossings would experience an average increased delay per stopped vehicle of 30 seconds or
more, thereby meeting SEA’s criteria for significance. Accordingly, SEA recommended in the
- Draft EIS that NS consult with Alexandria to agree upon a plan to address this delay.
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Changes Since the Board’s Approval of the Alexandria Connection

In SEA’s analysis of the Alexandria Connection, SEA assumed that the rail connection would
be controlled remotely. This assumption was reasonable and consistent with other rail
connection operations. On May 6, 1998, NS informed SEA that the switch at the rail connection
would be manually operated instead. NS also informed SEA that their plans for voluntary
mitigation include aligning the manual switching mechanism at the rail connection so that NS
trains traveling from Goshen to Muncie over the proposed Alexandria Connection would have
the right-of-way and would not have to stop to operate the switch manually. This would
facilitate east/west to north/southtrain movement along the Alexandria Connection, but it would
force through trains® traveling east/west from Lafayette to Muncie to slow and likely stop in
order to manually operate the switch.

Since nearly all trains are operated without staffed cabooses, it would be necessary for crews on
trains traveling from Muncic to Lafayette on the Alexandria-to-Muncie (N-040) and the
Lafayette Junction-to-Alexandria (N-489) rail line segments to walk the length of the train and
board the locomotive after operating the manual switch. Each train would be stopped for
approximately 20 to 30 minutes, depending on train length, and potentially block the
highway/rail at-grade crossings.

Consequently, severe vehicle delays would occur at the highway/rail at-grade crossings because
east/west trains would stop to allow the train crew to perform the switching operation before and
after the train passed through the rail connection. Although SEA assumed that NS would not
block the highway/rail at-grade crossings at SR9 or Berry Street, trains stopping would still
potentially block other crossings at Clark Avenue, Indiana Avenue, Washington Street, and
Virginia Avenue, which have less traffic.

NS also informed SEA that trains using the Alexandria Connection would travel at 20 mph, an
increase of 10 mph over the speeds analyzed in the Draft EIS. SEA evaluated the NS
information and, based on switch operation, the rail connection radius and the rail connection
design, SEA assumed a 20 mph speed for trains using the rail connection. SEA averaged the
connecting train speed with its assumed speed for through trains of 10 mph (while they are
moving) in this area to reach an average speed of 15 mph. The resultant average speed of 15
mph, which is slower than the speed used in the Draft EIS, would continue to cause a significant
increase in delay per stopped vehicle.

For the purposes of this analysis, a through train is one that does not use the connection.
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Increasing speeds to 20 mph for trains using the rail connection would potentially affect the
design requirements of the highway/rail at-grade crossing on the Goshen-to-Alexandria rail line
segment (N-305) at Berry Street in Alexandria because the proposed higher train speed would
require an increase in superelevation. Superelevation is the difference in the relative elevation
of one rail compared to the other in order to accommodate the intended train speed along a
restrictive curve. For a straight track, the superelevationis zero. For curves such as the one used
to connect the two rail line segments in Alexandria, it would be necessary to raise one rail 3.5
inches above the other. This differential could affect the difference in elevation between the
roadway surface and the track at the highway/rail at-grade crossing at the Berry Street rail
connection to create a new “high profile” crossing.

Mitigation Strategy for Alexandria, Indiana

SEA evaluated the operation over the Alexandria Connection under two different scenarios:
using a manual switch as NS proposed and using a remote-controlled switch. A
remote-controlled switch at the rail connection would permit a 40 mph speed for the 4.8 trains
per day that would travel east-west through the rail connection and a 20 mph speed for the 6.8
trains per day that would use the Alexandria Connection, for an overall average speed of 30 mph.

SEA calculated delay at the Harrison Street and SR9 highway/rail at-grade crossings based on
the average train speeds of 15 mph with the manual switch and 30 mph with the SEA-
recommended remotely controlled switch. SEA’s analysis indicates that using the remotely
controlled switch with the increased speed would mitigate the potential significant adverse
impact for the traffic delay resulting from the proposed Conrail Acquisition. SEA determined
that the increase in highway/rail at-grade crossing delay per stopped vehicle at both Harrison
Street and SR9 following the proposed Conrail Acquisition would be less than 30 seconds
compared with vehicle delay before the proposed Conrail Acquisition.

Attachment F of this Addendum shows the summary of the delay analyses results at these two
crossings comparing manual switch operation and the remote-controlled switch at the rail
connection.

SEA’s Recommended Mitigation

Based on the additional delay that would result from use of a manual switch, SEA recommends
that the Board require NS to install a remote-controlled switch at the Alexandria, Indiana, rail
connection. The remote-controlled switch would accommodate train speeds of 20 mph for the
trains using the rail connection as well as the maximum authorized speed, which is presumably
40 mph for trains traveling east/west through the rail connection. These increased speeds would
mitigate potential impacts of vehicle delays for highway/rail at-grade crossings at Harrison Street
and SR9.

To mitigate potential impacts on the highway/rail at-grade crossing at Berry Street as a result of
differences in elevation differences, SEA recommends that NS work with the City of Alexandria
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to create a design that accommodates the speed required by NS to minimize crossing delay and
provide a smooth transition for vehicles onto Berry Street. (Chapter 7, “Final Recommended
Conditions,” of this Final EIS also includes these conditions SEA recommends.)

AD.4 ADDENDUM TO COMMENTS FILED BY CONGRESSMAN DENNIS J.
KUCINICH

On April 24, 1998, Congressman Dennis J. Kucinich, representing the 10" Congressional
District of Ohio, filed an addendum to his earlier comments on the Draft EIS. The purpose of
the addendum, according to Congressman Kucinich, is to relay to SEA newly acquired
information about Abbyshire Drive in the City of Berea, Ohio. Houses on Abbyshire Drive are
located adjacent to the Berea-to-Greenwich rail line segment (C-061), as well as in proximity
to the Bagley Road highway/rail at-grade crossing of that rail line segment. Congressman
Kucinich requests that SEA investigate the effects that the proposed Acquisition would have on
Abbyshire Drive including the effects of a highway/rail grade separation at that location.

SEA has analyzed the Berea-to-Greenwich rail line segment and has found that, following the
proposed Conrail Acquisition, noise effects on homes along the northwest side of Abbyshire
Drive would warrant noise mitigation at that location. That conclusion is included in the Final
EIS and in Condition No. 11 of Chapter 7, “Recommended Environmental Conditions.” SEA
did not determine, however, that the Bagley Road highway/rail at-grade crossing warrants
mitigation based on levels of traffic and predicted vehicular delay. Consequently, SEA did not
analyze the potential impacts on neighboring communities of constructing a highway/rail grade
separation at that location nor potential mitigation of impacts. If the Applicants and local and
state authorities were to negotiate an agreement calling for a highway/rail grade separation at the
Bagley Road crossing of rail line segment C-061, the involved parties would then analyze the
potential environmental impacts and needed mitigation for the proposed project.

AD.5 SUMMARY OF COMMENTS AND RESPONSES

AD.5.1 Introduction

After issuance of the Draft EIS, SEA identified additional potential environmental impacts of
the proposed Conrail Acquisition with respect to hazardous materials transportationsafety, noise,
and highway/rail at-grade crossing safety and traffic delay. SEA determined these additional
impacts based in part on updated data that SEA received after it had issued the Draft EIS.
Specifically:

. On November 24, 1997, CSX advised SEA that it would revise its calculation of
hazardous materials transport because of an error in its methodology. On December 23,
1997 and February 20, 1998, CSX provided SEA with revised hazardous materials
transport safety data.
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. SEA identified sensitive receptors within noise contours using aerial photographs and
more precise analytical tools, such as geographic information systems, that were
previously not available.

SEA identified four rail line segments associated with potential significant hazardous materials
transport safety impacts and eight rail line segments associated with potential significant noise
impacts. As a result of its refined analysis, SEA also concluded that operations on 12 additional
rail line segments could result in disproportionatelyhigh and adverse effects for certain minority
and low-income communities as a result of hazardous materials transport safety, noise, and/or
highway/rail at-grade crossing safety and traffic delay. See Attachment G of this Addendum for
the full text of the Board’s decision regarding these rail line segments and a list of the rail line
segments.

Because SEA identified these rail line segments after it had issued the Draft EIS, SEA provided
an additional 45-day comment period to allow potentially affected persons to review and respond
to the new information. Board Decision No. 69 documented this decision and required that
written comments be submitted to SEA by April 15, 1998.

SEA received and considered five comments in response to the new information documented in
Board Decision No. 69. The section below includes the comment summaries and SEA’s
responses. Because SEA received only five comment documents on the new information by
April 15, 1998, this section is organized by comment document rather than by environmental
issue category (See Chapter 5 of this Final EIS, “Summary of Comments and Responses,” for
comments SEA received on the Draft EIS.) For reproductions of the comment letters in their
entirety, see Attachment H to this Addendum.

In addition to these five comment letters, the Board received approximately 5,800 comment
postcards as of May 11, 1998. The postcards express support for the alternate routing plan
suggested by the City of Cleveland. These comments are part of the overall record of public
comments that the Board will consider while making its final decision on the proposed Conrail
Acquisition.

AD.5.2 Summary of Comments and Responses

New York

Summary of Comments. The New York State Department of Transportation(Department) and
the Mayor of Dunkirk identified the Board’s need to follow the implementing regulations of the
National Environmental Policy Act of 1969 (NEPA), especially as they pertain to evaluating
alternatives to the proposed action. The Department stated, “Neither SEA nor the Applicants
have considered alternatives to certain planned, post-acquisition activities that threaten
substantial harm to Dunkirk citizens.” The commentors cited “the substantial projected increase
in traffic” on the NS Buffalo-to-Ashtabula rail line segment (N-070) that runs through the City
of Dunkirk as an issue of “grave concern.”
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The commentors noted potential effects related to the “safety of Dunkirk residents, by increasing
risks to schoolchildrenat railroad crossings; interfering with emergency vehicle response efforts;
and increasing the risks of train-related hazardous materials accidents.” The Mayor’s Verified
Statement indicated that “Each of these effects, in addition, will have a particular impact upon
Dunkirk’s minority and low-income populations.” The Mayor provided specific examples of
potential impacts to minority and low-income populations.

The Mayor’s Verified Statement indicated that, “NS plans to add 13.2 trains per day—up from
12 trains per day—to its freight train traffic already traveling through the southern part of the
City.” The commentors are worried that “this added train traffic will compromise the safety of
Dunkirk’s schoolchildren” who frequently cross the railroad tracks and “daily rely on the open
at-grade crossings to safely cross the railroad line.” The Mayor provided some background
information on a recent school closing in the area near the railroad tracks and explained the travel
patterns of the many schoolchildren who must cross the tracks to get to school.

The commentors stated that “NS’s increased freight train traffic will gravely impair the ability
of emergency response vehicles to reach Dunkirk residents in need of help. More traffic on NS’s
at-grade line means more frequent blockage of Dunkirk’s city streets while trains pass through
25 times each day. Such increased blockage translates into a greater likelihood that police, fire
trucks, and ambulances will encounter trains en route to emergency situations or hospitals, and
lose precious time waiting for the tracks to clear.”

The Mayor’s Verified Statement indicated that NS intends to increase hazardous materials
transportation from 8,000 carloads per year to 26,000 carloads per year on the rail line segment
through Dunkirk. The Mayor stated, “This dramatic increase creates a hazard for Dunkirk
residents living near the NS line, in the form of increased risks of exposure to toxic substances
emitted or spilled from the trains.”

The Mayor pointed out that “NS seeks to close six at-grade crossings in the area....Dunkirk
strongly opposes NS’s proposed crossing closings in light of the diminished level of protection
such closings will portend for children walking to school across the tracks....” He also said that
“NS’s plan to close a number of crossings along its line will further impede and critically
compromise Dunkirk’s emergency response operations.”

As a potential method of eliminating the effects of the proposed train traffic increases, the Mayor
of Dunkirk recommended an alternative. “Either voluntarily or by Board Order, the Applicants
must modify their present Operating Plans, and move some or all current and prospective traffic
from NS’s at-grade line onto the existing, grade-separated Conrail track through downtown
Dunkirk.” The Mayor also explained the benefits of his alternative and requested that “the Board
adopt the re-routing measure™ as part of their mitigation. The Department supported the Mayor’s
requested rerouting measure.
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Response. In the Dunkirk, New York area, SEA conducted additional analysis on the
Conrail Buffalo-to-Ashtabula (C-690) and the Buffalo-to-Ashtabula (N-070) rail line
segments. The two rail line segments run parallel south of Dunkirk, diverge through
town, swing back near each other, then run parallel north of Dunkirk to Buffalo. The
Conrail corridor has two mainline tracks, one north and one siding track through
Dunkirk. Conrail currently operates over the Buffalo-to-Ashtabula rail line segment
(C-690), which has many highway/rail grade separations. This rail line segment would
convert to CSX ownership if the Board approves the proposed Conrail Acquisition. NS
operates a single-track rail corridor, the Buffalo-to-Ashtabularail line segment (N-070),
which has several highway/rail at-grade crossings. If the Board approves the proposed
Conrail Acquisition, the Conrail Buffalo-to-Ashtabula rail line segment (C-690) would
experience a decrease of 0.5 train per day to 49.6 trains per day, and the NS segment
would experience an increase of 12.1 trains per day to 25.1 trains per day.

The Draft EIS noted nine highway/rail at-grade crossings with gated protection for the
NS rail line segment through Dunkirk. A site visit by SEA confirmed that all NS
highway/rail at-grade crossings on this rail line segment have gated protection. SEA’s
safety analysis indicated that the potential Acquisition-related increase in accident risk
would be below the criteria of significance and would not warrant mitigation. In
addition, SEA did not identify a significant effect on highway/rail at-grade crossing
delay.

SEA determined that the blocked-crossing time caused by a train on the Buffalo-to-
Ashtabularail line segment (N-070), currently 1.9 minutes, would not change as a result
of the proposed Conrail Acquisition. The average delay affecting emergency vehicles
would be half this blocked crossing time—slightly less than 1 minute. The average
number of trains on the NS rail line segment would increase from 13 to 25.1 trains per
day as a result of the proposed Conrail Acquisition and increase the total blocked-
crossing time from 24.5 minutes to 48.2 minutes per day.

In Dunkirk, fire stations are in the northern part of the community north of the Conrail
rail line segment, in the southern part of the community south of the Buffalo-to-
Ashtabula rail line segment (N-070), and between the NS and Conrail rail line segments.
Each fire station provides fire and paramedic services. Ambulance service operates from
a location between the two sets of tracks. The paramedic service provides initial
response to medical emergencies, and the ambulance service primarily transports
patients. The highway/rail crossings of the NS rail line segment N-070 at Brigham Road
and Central Avenue are grade-separated.

Because of the location of emergency services both north and south of the Buffalo-to-
Ashtabula rail line segment (N-070) and the presence of grade-separatedhighway/rail at-
grade crossings, SEA concluded that mitigation for emergency services in Dunkirk
would not be warranted.

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
AD-38



Addendum fo the Final Environmental Impact Statement

In response to comments on the Draft EIS, SEA evaluated the construction of a NS
bypass route through Dunkirk on the Conrail/CSX corridor. SEA evaluated locations for
providing connections between the two existing rail line segments that would allow NS
to relocate its operations adjacent to the existing Conrail/CSX corridor and eliminate at
least nine highway/rail at-grade crossings. Although a connection appears feasible
through an abandoned rail yard at Hyde Creek, significant issues relating to right-of-way
and construction costs remain unresolved. Therefore, SEA does not recommend
mitigation related to rerouting in Dunkirk.

SEA recognizes the commentors’ concerns regarding the potential for NS to close some
of the highway/rail at-grade crossings and the possible effects on highway/rail at-grade
crossing safety—especially for schoolchildren—and emergency response vehicle
operations. However, to SEA’s knowledge, NS has not made plans to apply for any
highway/rail at-grade crossing closures in Dunkirk. Additionally, the Department and
the local highway agencies have jurisdiction and therefore are responsible for
determining highway/rail at-grade crossing closures. Thus, if Dunkirk opposes any
proposed crossing closures, the City has the authority to deny the proposed closure. The
local schoolchildrenwould continue to have access to the existing protected highway/rail
at-grade crossings.

NS has offered the following terms as voluntary mitigation for highway/rail at-grade
crossing safety in Dunkirk: (1) NS will make Operation Lifesaver, a program designed
to prevent accidents and save lives by educating school children and others, presentations
available to Dunkirk schools and community organizations; (2) NS will continue to
implement in the City of Dunkirk the NS Trespasser Abatement Program to reduce
trespassing along the NS right-of-way. This program consists of a concentrated effort
to inform and solicit the cooperation of public law enforcement, prosecutors, judges, and
the media, as well as inform and educate the general public on the dangers of trespassing
and of local trespassing laws. These efforts are then followed by enforcement by NS
agents and public police counterparts.

The Buffalo-to-Ashtabularail line segment (N-070), which traverses the City of Dunkirk,
did not meet the criteria for the presence of minority and low-income populations for
SEA’s environmental justice analysis for the Draft EIS. Appendix K, Section K.3,
“Environmental Justice,” of the Draft EIS presents the method used to determine the
percentage of minority and low-income populations within the Area of Potential Effect.®

SEA conducted a refined environmental justice analysis for the Final EIS and determined
that populations in the Area of Potential Effect in Chataugua County did not meet the
criteria for disproportionality. Therefore, SEA determined that the proposed Conrail

The Area of Potential Effect is the geographic area surrounding a rail activity where an individual (or
resource) or group of individuals (or resources) could likely experience adverse environmental effects
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Acquisition would cause no environmental justice effects in the Dunkirk area. (See
Appendix M, “Environmental Justice,” of this Final EIS.)

This Final EIS confirms that NS plans to increase hazardous materials transport from
8,000 carloads per year to 26,000 carloads per year on the Buffalo-to-Ashtabula rail line
segment (N-070) through Dunkirk. SEA used a value of 10,000 carloads per year for key
route designation as a criterion of significance. If the increase before the proposed
Conrail Acquisition were to exceed 20,000 carloads per year and result in a doubling of
totals, then the route would be designated a major key route. Based on this criterion,
SEA recommends that the Board require NS to implement new key route and major key
route mitigation measures on the Buffalo-to-Ashtabula rail line segment (N-070) if the
Board approves the proposed Conrail Acquisition. NS would then be required to adhere
to American Association of Railroads (AAR) key route guidelines. Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS, describes these
guidelines. NS has committed to implement a hazardous materials safety program, as
described herein under General Voluntary Mitigation, along key routes and/or routes
where traffic will double and exceed 20,000 carloads per year.

North Carolina

Summary of Comments. A citizen of Madison County, North Carolina, posed three concerns:
train accidents have occurred more frequently than SEA’s estimated accident rate of one accident
in 125 years; hazardous materials transported and spilled along the French Broad River could
present cleanup problems and damage the drinking water supply; and accident-prone areas are
inaccessible to emergency response equipment.

Response. SEA recognizes the commentor’s concerns regarding hazardous materials
transport, the potential for an accidental release to affect the drinking water supply, and
emergency response resources and accessibility. The Asheville, North Carolina-to-
Leadvale, Tennessee rail line segment (N-361) traverses Madison County, North
Carolina. The NS Operating Plan projects a slight decrease in train traffic for this rail
line segment, even though the number of hazardous materials carloads would increase.
Because of the projected decrease in train traffic, SEA did not analyze the potential
freight rail safety effects of the proposed Conrail Acquisition on this rail line segment.

SEA did evaluate hazardous materials transport, however, and determined that the
Asheville, North Carolina-to-Leadvale, Tennessee rail line segment (N-361) would
become a new key route because hazardous materials transport would increase from
8,000 to 11,000 carloads per year following the proposed Conrail Acquisition. SEA
recommends that the Board require NS to implement key route mitigation measures as
explained in Chapter 7, “Recommended Environmental Conditions,” of this Final EIS.
Further, SEA understands the commentor’s concern regarding the potential effect of a
hazardous materials release to water bodies that are used for potable water. SEA has
evaluated this issue and presents a detailed discussion in Appendix L, “Natural
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Resources Analysis,” of this Final EIS. SEA believes the existing regulatory framework
and recommended mitigation measures would minimize the risk of potential accidents
resulting in a hazardous materials release. In addition, SEA encourages local
communities to work with the Applicants to address concerns related to emergency
response planning.

Ohio

Summary of Comments. ASHTA Chemicals, Inc. (ASHTA), of Ashtabula, Ohio, submitted
comments concerning hazardous materials transport from Ashtabula, Ohio to Buffalo, New
York, where shipments could then be switched and rerouted back through Ashtabula to
destinations west. The commentor stated that “the mere identification of this route as having
potentially significant environmental impacts requires heightened scrutiny by the Surface
Transportation Board (the ‘Board”) relative to ASHTA’s concerns and its request for relief.”

Specifically, ASHTA requested the Board to “condition approval of the present transaction on
the Applicants’ implementation of an existing switch in the West Yard area of Ashtabula, Ohio,
so that ASHTA and any other captive shippers of chemical product in the Ashtabula, Ohio area
may ship their products more directly and hence more safely to ultimate southern and western
destinations.” ASHTA continued to say that “the Board should mitigate against the
environmental impacts along the Ashtabula-to-Buffalorail line segment (N-070) by conditioning
approval of the proposed transaction upon the implementation of a reciprocal switching
arrangement or other competitive access remedy in the West Yard.” It stated that switching
would presumably allow captive shippers in the area to route hazardous materials product more
directly to its southern and western destinations. This, in turn, will reduce the risk of hazardous
material incidents.

ASHTA continued, “Since a decrease in the volume and density of hazardous material transport
on N-070 will reduce the risk of hazardous material incidents, and reciprocal switching in the
West Yard will allow direct routing of more than s of the hazardous material product shipped
annually by ASHTA out of Ashtabula, the Board should be compelled to implement reciprocal
switching as an [sic] mitigationmeasure.” ASHTA added, “More importantly, direct routing has
not been identified as a possible mitigation strategy in the portions of their [the Applicants’]
Safety Integration Plans relating to hazardous materials.”

ASHTA also objected to the deadline for comments on the additional analysis. ASHTA stated,
“Comments on the Additional Environmental Information set forth in Decision No. 69 are due
April 15, 1998, with the Board scheduled to issue the Final EIS on May 1, 1998. Three (3)
weeks does not give the Board adequate time to review, analyze and ameliorate the
environmental effects.”
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Response. SEA carefully considered all comments received from ASHTA Chemical,
Inc , of Ashtabula, Ohio. However, many of ASHTA’s concerns regard the merits of the
proposed Conrail Acquisition. It is SEA’s position that the appropriate means of
addressing comments on the merits of the proposed Conrail Acquisition is the Board’s
review of the Application’seconomic and competitive merits. The Board will consider
the economic and competitive issues collectively with SEA’s environmental analysis
before making its decision. SEA understands ASHTA’s concern about the potential
impacts of hazardous materials transport. Based on the Board’s policy, SEA did not
recommend mitigation of existing conditions, but it recommended mitigation in those
cases where SEA determined, through its analysis, that SEA’s significance criteria would
be exceeded by proposed increases in hazardous materials transport resulting from the
proposed Conrail Acquisition.

After the proposed Conrail Acquisition, CSX would own and operate the West Yard area
of Ashtabula, and carloads of hazardous material products from ASHTA would be routed
on CSX rail line segments. As proposed, the primary CSX rail line segment between
Ashtabula, Ohio and Buffalo, New York would be rail line segment C-690, and between
Ashtabula, Ohio and Cleveland, Ohio, the primary CSX rail line segment would be rail
line segment C-060.

Following the proposed Conrail Acquisition, hazardous materials transport on the CSX
Buffalo-to-Ashtabula rail line segment (C-690) would increase from 40,000 to 44,000
carloads per year, and hazardous materials transport on the Ashtabula-to-Cleveland rail
line segment (C-060) would increase from 39,000 to 45,000 carloads per year, both of
which already account for the ASHTA carloads. However, SEA notes that hazardous
materials transport on NS’s Ashtabula, Ohio-to-Buffalo,New York rail line segment (N-
070) would increase from 8,000 to 26,000 carloads of per year, and transport on NS’s
Ashtabula-to-Clevelandrail line segment (N-075) would increase from 7,000 to 37,000
carloads per year. As a result of these increases, CSX rail line segments C-060 and C-
690, which are already key routes, would not warrant key route mitigation; and the NS
rail line segments N-070 and N-075 would become new key routes and major key routes.
Chapter 7, “ Recommended Environmental Conditions,” of this Final EIS discusses
mitigation measures for key routes and major key routes. SEA concludes that these
mitigation measures would adequately address the potential safety risks associated with
increased hazardous materials transport through these areas.

SEA’s analysis indicates that hazardous materials transport would increase by 10 percent
per year on the CSX Ashtabula-to-Cleveland rail line segment (C-690) and would
increase by 225 percent per year on the NS Buffalo-to-Ashtabula rail line segment (N-
070) as a result of the proposed Conrail Acquisition. SEA understandsthat ASHTA has
requested that the Board, as a condition of approval, require the Applicants to establish
“a reciprocal switching arrangement or other competitive access remedy at the West Yard
in Ashtabula, Ohio.” SEA notes that ASHTA has taken the position that, “Reciprocal
switching predicated on mitigating environmental impacts should be ordered by this

Proposed Conrail Acquisition May 1998 Final Environmental Impact Statement
AD-42



Addenadum lo the Final Environmental Impact Statement

Board given the findings of SEA.” SEA understandsthat it would be physically possible
to use the Ashtabula West Yard switch to transfer carloads of hazardous materials from
ASHTA Chemical Company to NS following the proposed Conrail Acquisition.
However, the use of this particular switch would require a reciprocal switching
arrangement or an Industrial Interchange Agreement between NS and CSX. Since this
is a merits issue, which the Board will consider separately, and since SEA’s
recommended mitigation would address the impacts of hazardous materials transport,
SEA did not analyze the effects of a reciprocal switching agreement.

Finally, the issuance of the Final EIS is scheduled for late May 1998, not May 1, 1998
as ASHTA stated. Thus, SEA has had sufficient time to consider the comments received
and “review, analyze and ameliorate the environmental effects.”

Summary of Comments. The City of Conneaut, Ohio, expressed concern about the proposed
increase in train traffic along NS’s Ashtabula-to-Buffalorail line segment (N-070)and increased
activities at NS Conneaut Yard. The City stated that the increased train traffic and additional rail
car handling at the yard would disrupt and delay vehicular and pedestrian traffic and increase
pollution and noise. In addition, the City stated that crossing delays would “impact deliveries,
employee access, and the response of emergency vehicles to this industrial area” (near Conneaut
Yard). Specifically, the City commented on rail crossings at Buffalo, Sandusky, Mill, and
Chestnut Streets and noted their proximity to an elementary school and a high school.

The City stated that 70 percent of the population in the neighboring area has low or moderate
income. The City feels that increased train traffic would “potentially diminish property values
with substantial increase in pollution, noise and general distributions Noise Sensitive Receptors
in this area which exceeds 65 dBA L, will increase by over 100% in areas around the Conneaut
yard.” The City commented that “the railroad, the Federal and State governments should provide
funding to minimize the impacts to the low and moderate income neighborhoods.” The City also
expressed concern about the potential relocation of railroad jobs.

The City is concerned about the increased amount of hazardous materials that would be handled
at Conneaut Yard. It stated that the public safety forces are not equipped to handle and do not
have funding to handle an increased potential of hazardous materials incidents.

The City of Conneaut offered the following suggestions to minimize environmental impacts:
construct a pedestrian overpass walkway at Mill Street over the NS tracks; construct a grade-
separated crossing at Parrish Road for the NS and Conrail tracks; upgrade crossing signals at all
highway/rail at-grade crossings; and make improvements at the Broad Street underpass.

Response. In the Conneaut, Ohio area, SEA conducted additional analysis of NS’s
Buffalo-to-Ashtabula (N-070) rail line segment. SEA’s highway/rail at-grade crossing
delay analysis considered crossings on rail line segments that met or exceeded the
Board’s thresholds for environmental analysis and were on roadways with an ADT of
5,000 or more vehicles. SEA concluded that the potential effect of increased train traffic
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for highways with ADT volumes of less than 5,000 would be experienced by relatively
few drivers and the additional vehicular delay would be minimal. SEA analyzed five
highway/rail at-grade crossings in Ashtabula County, where Conneaut is located. SEA
did not analyze highway/rail at-grade crossings at Buffalo, Sandusky, Mill, or Chestnut
Streets because their ADT volumes were less than 5,000. Therefore, SEA concluded that
the delay at these highway/rail at-grade crossings would be minimal.

SEA acknowledges that activities at Conneaut Yard affect the highway/rail at-grade
crossings noted by the City, and that the projected increase in rail cars handled at the
Conneaut Yard may further affect these highway/rail at-grade crossings. However, the
Board does not regulate routine railroad operations (such as switching activities at rail
yards), so the local government may wish to discuss these operational considerations
with NS. SEA’s highway/rail at-grade crossing safety analysis found that predicted
increases in accident risk would be below SEA’s criteria of significance for all
highway/rail at-grade crossings in Ashtabula County.

SEA determined that the blocked-crossing time caused by a train on NS’s Buffalo-to-
Ashtabularail line segment N-070, currently 4.2 minutes, would increase by 6 seconds
to 4.3 minutes as a result of the proposed Conrail Acquisition. The average delays
affecting emergency vehicles would be half of this blocked crossing time, which would
be approximately 2.2 minutes. The average number of trains on the NS rail line segment
would increase from 13 to 25.1 trains per day as a result of the proposed Conrail
Acquisition, which would increase the total blocked crossing time from 54.5 minutes to
107.6 minutes per day.

In Conneaut, three fire stations are located south of the NS rail line segment. Each fire
station provides fire and paramedic service. Ambulance service is provided from the
westernmost fire station, located on Amboy Road. The paramedic service provides
initial response to medical emergencies, and the ambulance service primarily transports
patients. The police department patrols in three districts that are separated by the NS
tracks.

The highway/rail crossing of the NS tracks at Broad Street on the east side of the
community is grade-separated. Conneaut Yard is in the western portion of the
community. Train speeds through Conneaut are limited to 20 miles per hour because of
the yard, and trains entering or leaving the yard may travel more slowly. Switching
activities may block the Parrish Road highway/rail at-grade crossing.

A Conrail track is located north of the NS track throughout the community. Access by
emergency vehicles to areas west of Conneaut Yard, including businesses along Gore
Road such as the Bailey Corporation, is difficult when trains block the Gore Road and
Salisbury Road highway/rail at-grade crossings on the NS and Conrail tracks.
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SEA recommends that the Board require NS to install and maintain a real-time train
location monitoring system in Conneaut to assist emergency vehicles in avoiding delay
when highway/rail at-grade crossings are blocked by trains. (See Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS.) The blocked-crossing
time caused by individual trains is long because of low train speeds, and blocked
crossings affect emergency vehicle access to portions of the community.

Based on the City’s comment, SEA reviewed the demographic data for the affected areas
in Conneaut and determined that the percentage of minority and low-income populations
was not sufficient to warrant environmental justice analysis. Appendix K, Section K.3,
“Environmental Justice,” of the Draft EIS presents the method used to determine the
percentage of minority and low-income populations within the Area of Potential Effect.

SEA conducted a refined environmental justice analysis for this Final EIS and
determined that populations in the Area of Potential Effect in Ashtabula County, Ohio,
did not meet the criteria for disproportionality. Therefore, SEA determined that the
proposed Conrail Acquisition would cause no environmental justice effects in the
Conneaut area. (See Appendix M, “Environmental Justice,” of this Final EIS.)

The City’s concern about potential relocation of railroad employees’ jobs is related to the
economic and competitive merits of the proposed Conrail Acquisition. It is SEA’s
position that the appropriate means of addressing comments on the merits of the
proposed Conrail acquisition is the Board’s review of the Application’s economic and
competitive merits. The Board will consider the economic and competitive issues
collectively with SEA’s environmental analysis before making its decision.

With regard to the City’s concern about hazardous materials transport, SEA recommends
that the Board require NS to implement key route and major key route mitigation
measures on rail line segment N-070. SEA also recommends that the Board require NS
to implement hazardous materials mitigation for rail yards at the Conneaut Yard. (See
Chapter 7, “Recommended Environmental Conditions,” of this Final EIS.) In addition,
SEA encourages the City to work with NS regarding hazardous materials and incident
response planning.

Regarding the City’s suggestions for mitigation, SEA has recommended mitigation
measures, such as highway/rail at-grade crossing signal upgrades where its analysis
indicated effects of the proposed Conrail Acquisition would be significant and warrant
such measures. The condition of the Broad Street underpass is a pre-existing condition;
SEA notes that it is not the Board’s policy to recommend mitigation for pre-existing
conditions. SEA encourages the City of Conneaut to meet with NS to address its
concerns.
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Summary of Comments. The State of Ohio Attorney General, the Ohio Rail Development
Commission, and the Public Utilities Commission of Ohio (collectively Ohio) submitted
comments concerning hazardous materials transport through Ohio and specifically along the
following rail line segments: Cabin, Kentucky-to-Columbus,Ohio (C-230); Toledo-to-Deshler
(C-065); Ashtabula, Ohio-to-Buffalo,New York (N-070); and Buffalo, New York-to-Ashtabula,
Ohio (C-690). Specifically, Ohio wanted to know what hazardous materials were currently
transported through the affected areas and what hazardous materials would be transported after
the proposed Conrail Acquisition. Ohio also asked what would be done with the rail cars while
they were in the communities so that communities may better respond to hazardous materials
incidents.

In referring to the increased volume of hazardous materials that the Applicants would transport
after the proposed Conrail Acquisition, Ohio stated, “The need to communicate effectively will
require both CSX and NS to significantly increase their efforts to coordinate with local
emergency response officials...they will also need more coordination for essential training in
emergency responses to meet new challenges.” The commentors continued, “Ohio urges the
BOARD to require that NS and CSX invest sufficient effort and resources to adequately support
local emergency response agencies in meeting substantially increased responsibility that will be
caused by transaction related increases in movements of hazmat by rail.” Further, the
commentors stated, “Ohio urges the BOARD to retain jurisdiction over the area of transaction
related hazmat accident preparedness to ensure that the applicants effectively deal with
significant increases in hazmat carloadings.”

Concerning the Buffalo-to-Ashtabula rail line segment (C-690), the commentors stated, “Ohio
believes that a large part of the projected increase in the number of hazmat cars moving on this
corridor results from the double handling of rail cars by CSX. ASHTA Chemicals of Ashtabula,
OH, reports that CSX plans to move ASHTA hazmat chemical traffic bound for south and west
of Ashtabula east to Buffalo first, and then back down through Ashtabula on its way to its final
destination. . . . Ohio urges the SEA and BOARD to consider the wisdom of earlier requests of
ASHTA and Ohio to allow ASHTA to pay for a reciprocal NS switch in the West Yard in
Ashtabula so that NS could carry traffic directly south and west without any increase to the
amount of hazmat carried in the Ashtabula to Buffalo corridor.”

Ohio stated, “Joint Applicants should be required to expand current employee and public
emergency response training and to report annually for the next five years regarding the
frequency and nature of classes conducted and persons trained. In addition, the Joint Applicants
should be required to fund equipment purchases, travel and tuition expenses for advanced
training, and the costs associated with the development and implementation of community
emergency response plans for public agency emergency responders which will be necessitated
by substantial increases in hazardous materials traffic over specific routes.”

Ohio also stated, “Adequate sanctions should be established for patterns of violations on both
key and major key routes. As a conditionto approval of the Acquisition, the Applicants should
be subject to continuing Board oversight for a period of not less than five years and the Board
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should urge development of specific monetary sanctions for patterns of violations of key route
and major key route conditions established by the Board. Money raised by these payments
should be set aside to fund community emergency response training and equipment grants.”

Response. SEA carefully considered all comments received from the State of Ohio.
SEA understands Ohio’s concern about the potential impacts of hazardous materials
transport. Based on the Board’s policy, SEA does not recommend mitigation of existing
conditions. SEA recommends mitigation when its analysis indicates that SEA’s criteria
of significance would be exceeded as a result of the proposed Conrail Acquisition.

If the Board approves the proposed Conrail Acquisition, hazardous materials transport
on the Toledo-to-Deshlerrail line segment (C-065) would increase from zero to 14,000
carloads per year’; transport on the Cabin, Kentucky-to-Columbus, Ohio rail line
segment (C-230) would increase from 4,000 to 10,000 carloads per year; transport on the
Ashtabula-to-Buffalo (N-070) rail line segment would increase from 8,000 to 26,000
carloads of per year; and transport on the Buffalo, New York-to-Ashtabula,Ohio (C-690)
rail line segment would increase from 40,000 to 44,000 carloads per year. As a result of
these increases, rail line segments C-065 and C-230 would become new key routes; rail
line segment N-070 would become a new key route and major key route; and rail line
segment C-690, which is already a key route, would not warrant mitigation.

SEA recommendsthat the Board require CSX and NS to implement mitigation measures
for rail line segments that would become new key routes and major key routes before
they increase the number of rail cars carrying hazardous materials. Chapter 7,
“Recommended Environmental Conditions,” of this Final EIS discusses these mitigation
measures, including expanded employee emergency response training and coordination
with local emergency response organizations. SEA maintains that these mitigation
measures would adequately address the potential safety risks associated with increased
hazardous materials transport through these areas.

Rail car movement and hazardous materials transport are functions of rail operations that
respond to market conditions and shippers’ demands. SEA does not have the authority
to require CSX and NS to pay for local emergency response equipment and/or training,
but SEA encouragesthe communitiesto discuss local emergency response concerns with
the Applicants to develop mutually agreeable solutions. Given the 50,000 generic
chemicals and 80,000 trade name chemicals and mixtures used nationwide, it would be
impractical to evaluate the types of incidents that could occur in or near each potentially
affected community and prepare specific response plans for every scenario. Rather, SEA
notes that planning, prevention, and response should focus on more manageable groups
or classifications of chemicals.

While Board Decision No 69 (Attachment G to this Addendum) notes 365 carloads per year, the
correct number is actually zero carloads per year on this rail line segment
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SEA points out that numerous laws and regulations set forth these requirements and
responsibilities. Existing Federal Railroad Administration (FRA) regulations require
CSX and NS to report hazardous material spills and FRA violations on all routes; these
reports are available to the public.

By definition, all existing key routes comply with AAR Circular OT-55-B; however,
legal sanctions do not exist for a railroad’s failure to follow these voluntary operating
practices. SEA understandsthat CSX and NS already generally exceed the requirements
of AAR Circular OT-55-B. FRA and the United States Department of Transportation
(DOT) have exclusive jurisdiction over rail safety, and the Board cannot mandate
monetary sanctions for violations.

Appendix L, “Natural Resources Analysis,” of this Final EIS provides general
information on the procedures that the Applicants and Federal regulatory agencies have
established to respond to hazardous materials releases. This appendix includes
discussions of potential risks of hazardous materials spills for conditions both before and
following the proposed Conrail Acquisition, types of materials transported, and potential
effects of spilled materials. Appendix L also discusses the potential for spill events in
rail yards and intermodal facilities, existing programs to minimize and avoid impacts,
and the suggested Best Management Practices. SEA points out that existing procedures
to limit the impacts of hazardous materials releases would remain in place following the
proposed Conrail Acquisition.

SEA’s analysis indicates that hazardous materials transport along the Buffalo-to-
Ashtabula rail line segment (C-690) would increase by 10 percent after the proposed
Conrail Acquisition. The commentors’ concern about hazardous materials transport from
the ASHTA Chemical Company on NS rail lines refers to an existing condition. SEA
understands that after the proposed Conrail Acquisition, it will be physically possible to
use the Ashtabula West Yard switch to transfer carloads of hazardous materials from
ASHTA Chemical Company to NS. However, an Industrial Interchange Agreement
between NS and CSX would be required. Since this is a merits issue, which the Board
will consider separately, and since SEA’s recommended mitigation would address the
impacts of hazardous materials transport, SEA did not analyze the effects of a reciprocal
switching agreement.

AD.6 CHANGES IN SEA’S RECOMMENDED ENVIRONMENTAL CONDITIONS

Chapter 7, “Recommended Environmental Conditions,” of this Final EIS contains a complete
list of all of SEA’s recommended environmental conditions, including mitigation discussed in
this Addendum. However, due to publicationtime constraints, SEA was not able to incorporate
the evaluation and discussion of mitigation contained in this Addendum into either Chapter 4,
“Summary of Environmental Review,” or the Appendices of the Final EIS.
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A review of NS’s Supplemental Environmental Report revealed that changes to the technical
analysis presented in Chapter 4, “Summary of Environmental Review,” of this Final EIS would
occur. SEA has concludedthat the Revised Mitigation Proposal substantially addresses concerns
expressed by the Cities of Cleveland, East Cleveland, Ashtabula, and the communities west of
Cleveland. Therefore, SEA recommends that if the Board approves the proposed Conrail
Acquisition, it should include as a condition a requirement that NS implement its Revised
Mitigation Proposal. The technical areas affected by the Revised Mitigation Proposal are Noise;
Safety: Hazardous Materials Transport; Safety: Highway/Rail At-grade Crossings;
Transportation: Highway/Rail At-grade Crossing Delay; Transportation: Emergency Response,
and Safety: Freight Rail Operations. SEA also recommends that the Board impose an additional
condition on NS based on the new information NS provided about the Alexandria Connection.
These changes have been reflected in Chapter 7, “Recommended Environmental Conditions,”
of this Final EIS. However, some of the technical analyses in Chapter 4, “Summary of
Environmental Review,” and the technical appendices do not reflect these changes.

Technical Areas
Noise

SEA considered mitigation where increased rail activity as a result of the proposed Conrail
Acquisition potentially exposes noise-sensitive receptors to wayside noise levels of at least 70
dBA L, and increases in noise in levels of at least S dBA L, In Chapter 4, “Summary of
Environmental Review;” Section 4.12, “Noise;” and Appendix J, “Noise Analysis,” that the
Cleveland (Cloggsville)-to-CP 190 rail line segment (N-074) did not meet the wayside noise
mitigation criteria. SEA determined that 70 noise-sensitivereceptors on rail line segment N-079
would warrant mitigation. As a result of SEA’s further analysis of the NS Revised Mitigation
Proposal, the Cleveland (Cloggsville)-to-CP 190 rail line segment (N-074) would meet the
wayside noise mitigation criteria and SEA identified 20 receptors. Additional analysis of the
Oak Harbor-to-Bellevue rail line segment (N-079) identified a reduction of two receptors.
Therefore, SEA recommends mitigation for a revised total of 88 receptors, identified in
Attachment E of this Addendum. (See Chapter 7, “Recommended Environmental Conditions.”)

Safety: Hazardous Materials Transport

SEA evaluated all rail line segments upon which the volume of hazardous materials transported
would increase as a result of the proposed Conrail Acquisition. Chapter 4, "Summary of
Environmental Review;” Section 4.3, "Safety: Hazardous Materials Transport;” and Appendix
F, “Safety: Hazardous Materials Transport Analysis” of the Final EIS states that the Rochester-
to-Youngstown (N-095), Youngstown-to-Ashtabula (N-082), and Cleveland (Cloggsville)-to-
Vermilion (N-080) rail line segments warrant hazardous materials transport mitigation.
However, as a result of SEA’s further analysis of the NS Revised Mitigation Proposal, these
three rail line segments would no longer warrant mitigation for hazardous materials transport.
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Chapter 4, "Summary of Environmental Review;” Section 4.3, "Safety: Hazardous Materials
Transport;” and Appendix F, “Safety: Hazardous Materials Transport Analysis,” of the Final EIS
did not identify the Cleveland (Cloggsville)-to-CP 190 (N-074) and Oak Harbor-to-Bellevue(N-
079) rail line segments as warranting hazardous materials transport mitigation. The traffic
changes proposed in the NS Revised Mitigation Proposal warrant hazardous materials transport
mitigation for rail line segments (N-074 and N-079). (See Chapter 7, “Recommended
Environmental Conditions.”)

Safety: Highway/Rail At-Grade Crossings

Chapter 4, "Summary of Environmental Review,”and Appendix E, “Safety: Highway/Rail At-
grade Crossing Safety Analysis,” of this Final EIS did not identify the Alliance-to-Whiterail line
segment (N-084) as having highway/rail at-grade crossings impacts on safety. However, as a
result of SEA’s further analysis, SEA has concluded that the Greenbower Road highway/rail at-
grade crossing in Alliance (Stark County) on the Cloggsville-to-CP 190 rail line segment (N-
074) would warrant mitigation. SEA has conducted a site visit to this highway/rail at-grade
crossing and has verified that the recommended warning device upgrade is already in place.
Therefore, SEA does not recommend any additional mitigation.

Transportation: Emergency Response

Chapter 4, "Summary of Environmental Review;” Section 4.7, “Transportation: Highway/Rail
At-grade Crossing Delay;” and Appendix G, “Transportation: Highway/Rail At-grade Crossing
Delay Analysis,” of this Final EIS identified the Vermilion-to-Bellevuerail line segment (N-072)
and Cleveland (Cloggsville)-to-Vermilion rail line segment (N-080), through the communities
of Lakewood and Vermilion as warranting emergency services mitigation. However, as a result
of the train traffic changes proposed in the NS Revised Mitigation Proposal, these two rail line
segments would no longer warrant emergency services mitigation.

Based on SEA’s additional analysis in Conneaut, Ohio, SEA recommends that the Board require
NS to install and maintain a real-time train location monitoring system in Conneaut to assist
emergency vehicles in avoiding delays.

Transportation: Highway/Rail At-grade Crossing Delay

As a result of new information and SEA’s further analysis, SEA recommends that the Board
require NS to install a remote-controlled switch for the new rail connection at the Alexandria
Connection and mitigate the elevation differential in the highway/rail at-grade crossing on Berry
Street in Alexandria, Indiana. (See Chapter 7, “Recommended Environmental Conditions.”)

Safety: Freight Rail Operations

Chapter 4, "Summary of Environmental Review;” Section 4.5, “Safety: Freight Rail Operations;”
and Appendix E, “Safety: Highway/Rail At-Grade Crossing Safety Analysis,” of this Final EIS
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did not identify the CP 190-to-Berea rail line segment (N-293c¢) as warranting freight safety
operations mitigation. SEA’s further analysis determined that rail line segment N-293¢ warrants
freight safety operations mitigation. (See Chapter 7, “Recommended Environmental
Conditions.”)
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ATTACHMENT A
NS SUPPLEMENTAL ENVIRONMENTAL REPORT:
NORFOLK SOUTHERN MITIGATION PROPOSAL FOR TRAIN
FREQUENCIES IN GREATER CLEVELAND AND VICINITY

On April 16, 1998, NS submitted, at SEA’s request, a Supplemental Environmental Report, titled
“NS Mitigation Proposal for Train Frequenciesin Greater Cleveland and Vicinity.” This report
expands on the original NS proposed Cloggsville alternative by changing the routing of some
NS traffic in the Greater Cleveland Area. The NS Revised Mitigation Proposal includes all of
the connections and improvements that would have been required as part of the Cloggsville
alternative; the double connection at Vermilion, Ohio; and upgrading the connection and rail
lines on the Cleveland (Cloggsville)-to-CP 190 rail line segment (N-074). (For a discussion of
the original NS proposed Cloggsville alternative, called “Alternative 2” in the Final EIS, see
Chapter 4, “Summary of Environmental Review,” and Appendix N, “Community Evaluations.”)
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PREFACE

This report, prepared by Norfolk Southern Corporation and Norfolk Southern Railway Co.
(NS) at the request of the Section of Environmental Analysis (SEA) of the Surface
Transportation Board, describes the environmental implications of NS’ revised Cloggsville
Connection mitigation proposal for train frequencies. This report is presented in four parts.
Part I provides an overview of both the original NS Operating Plan proposal for routing rail
traffic through Greater Cleveland and vicinity and the revised NS mitigation proposal for routing
traffic through Greater Cleveland and vicinity. Part IT provides an analysis of the environmental
impacts associated with the revised NS mitigation proposal for Greater Cleveland and vicinity.
Part ITI provides an analysis of the environmental impacts associated with the construction of the
Cloggsville Connection (except for the double Vermilion connection). Part IV provides an
analysis of the environmental impacts associated with the construction of a double connection at
Vermilion.

The following presents the contents of this report.

PART I - OVERVIEW OF NORFOLK SOUTHERN’S REVISED CLOGGSVILLE
CONNECTION MITIGATION PROPOSAL FOR TRAIN FREQUENCIES

1.0 INTRODUCTION ..ttt ittt e et et e et e i enaennn I-1
2.0 THE ORIGINAL NS OPERATING PLAN IN GREATER CLEVELAND
AND VICINITY . it et e et e et e I-5
3.0 NS’ REVISED MITIGATION PROPOSAL FOR TRAIN FREQUENCIES
IN GREATER CLEVELAND AND VICINITY .. ..ot iieiae I-8
3.1 TrainRoutingand Frequencies . ...t iinneinnnnnn. I-8
3.2  Construction Projects ..........ciiii i i e I-9
3.3 Costs of the Mitigation Proposal for Train Frequencies . .................. I-12

PART II - OPERATIONS THROUGH GREATER CLEVELAND AND VICINITY
UNDER THE REVISED CLOGGSVILLE CONNECTION MITIGATION PROPOSAL
FOR TRAIN FREQUENCIES

1.0 DESCRIPTION OF THE REVISED CLOGGSVILLE CONNECTION

MITIGATION PROPOSAL ... ..t i e it ii e ean 1I-1
1.1  The Original NS OperatingPlan . . . ....... ... i, II-1
1.2 The Revised Cloggsville Connection Mitigation Proposal - NS’ Mitigation
Proposal for Greater Cleveland and Vicinity .................coovnn. ... 1I-4
2.0 AT-GRADE CROSSING SAFETY ANDDELAY ......ooiiiiiiiiiiiiniaenn -7
3.0 NOISE .. i e e e e e e I-10
3.1 Original NSRoUte ........ciotiiiniiiiiit it iiiienetanrnnnnenn. I1-10
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Frequencies .................... N II-11
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PART I - OVERVIEW OF NORFOLK SOUTHERN’S REVISED
CLOGGSVILLE CONNECTION MITIGATION PROPOSAL
FOR TRAIN FREQUENCIES

1.0 INTRODUCTION

In June 1997, Norfolk Southern Corporation and Norfolk Southern Railway Co. (NS) and
CSX Corporation and CSX Transportation, Inc. (CSX) jointly submitted a Railroad Control
Application (Application) to the Surface Transportation Board (STB) to acquire control of the
assets of Conrail Inc. and Consolidated Rail Corporation (Conrail). The Application includes
detailed Operating Plans showing how the railroads propose to operate after the Conrail
Transaction (the “Transaction”) is approved by STB, and a comprehensive report on the
environmental implications of the Transaction. These documents address changes in rail traffic,
new construction, abandonments and other activities that will occur on the rail lines and facilities
to be controlled by NS and CSX as a result of the Transaction, which comprises a total of 44,000
miles of trackage in 24 states. In December 1997, STB’s Section of Environmental Analysis
(SEA) released its Draft Environmental Impact Statement (DEIS) on the Transaction.

The Transaction will improve the efficiency of rail transportatign as a mode of moving
freight in the Eastern United States. NS developed its Operating Plan with the goals of, among
other things, making the most efficient use of the existing rail infrastructure (comprised of
current NS lines and facilities and those Conrail lines and facilities to be operated by NS post-
Transaction) and providing shippers with a reliable service plan, including routings and
schedules post-Transaction, that would compete favorably with other rail carriers and with other
modes of transportation (particularly trucks). Integrating Conrail lines and facilities into NS’
system necessarily results in changes in traffic patterns and changes in utilization of rail lines and
facilities. As detailed in the Applicants’ Operating Plans and Environmental Report, and
confirmed in the DEIS, the Transaction will result in increased rail traffic on a number of rail line
segments and decreased rail traffic on a number of other rail line segments.

Among the communities that would see increased rail traffic as a result of the routing
included in the original NS Operating Plan are several in Greater Cleveland and vicinity. This is
largely due to Cleveland’s location at the confluence of a number of existing major rail lines that
link destinations in the Midwest and Northeast United States.
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In November 1997, after extensive discussions with community representatives from the
Cleveland area and the communities west of Cleveland, NS proposed an alternative plan for
routing increased train traffic between Cloggsville in the City of Cleveland and Vermilion, Ohio,
37 miles west of Cleveland, known as the “Cloggsville Connection” mitigation proposal. NS
developed the Cloggsville Connection mitigation proposal in response to the unique
circumstances described by community representatives. Several of the communities along the
Nickel Plate line between Cloggsville and Vermilion contain an unusual number and
concentration of at-grade highway crossings with emergency response facilities, medical
treatment centers and other public services separated from densely populated residential areas by
the rail line. With Lake Erie immediately to the north, alternative routings for highway vehicles
to these facilities are frequently limited. It was possible for NS to develop the Cloggsville
Connection mitigation proposal because the lines and facilities to be operated by NS post-
Transaction, if upgraded and enhanced, would permit operations over two distinct routes between

Cloggsville and Vermilion.

Under the Cloggsville Connection mitigation plan as proposed in November 1997, traffic
on the Nickel Plate line between Cloggsville and Vermilion would remain at its May 1997 level
of 16.4 trains per day (an increase of 2.9 trains per day relative to 1995 base case levels). This
would be accomplished by routing 17.7 of the Operating Plan’s projected 20.6 trains per day of
post-Transaction increased traffic between Cloggsville and Vermilion onto the Cloggsville
Connection alternative route between Cloggsville and Vermilion. NS’ Cloggsville Connection
proposal was published in the DEIS as a potential mitigation alternative, for review and analysis
by interested parties. (See DEIS Volume 3B, Chapter 5, Page OH-138.)

The DEIS directed NS to further consult with officials in various communities with
potentially significant impacts resulting from the Transaction. Cleveland and its western suburbs
were each identified in the DEIS as communities “with unique circumstances.” NS was directed
to continue to consult with government agencies, elected officials and interested parties
regarding train traffic increases on the Nickel Plate line between Cloggsville and Vermilion and
with regard to NS’ proposed Cloggsville Connection mitigation proposal. NS was also directed
to continue to consult with government agencies, elected officials and interested parties
regarding, among other things, train traffic increases on the Nickel Plate line between
Cloggsville and Ashtabula, east of Cleveland.

These consultations led NS to reevaluate whether by virtue of the Cloggsville Connection
alternative, reductions could also be achieved in projected train traffic increases on the Nickel
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Plate line east of Cloggsville. NS determined that with the alternative routings and connections
afforded by the Cloggsville Connection project (including the second connection at Vermilion),
NS would be able to reroute 10.6 trains per day from the Nickel Plate line east of Cleveland to a
route composed of lines currently controlled by Conrail and to be operated by NS post-
Transaction. Thus, instead of being routed from Rochester, PA through Youngstown, OH to
Ashtabula, OH and thence to Cleveland on the Nickel Plate, these 10.6 trains would be routed
from Rochester, PA to Alliance, OH, White, OH and thence to Cleveland on the Pittsburgh line,
currently controlled by Conrail, then from Cleveland to Vermilion on the Conrail Main line (the
former New York Central Lakeshore line) and the Conrail Chicago line. With this additional
rerouting over the Pittsburgh line, NS would be able to reduce the number of trains running on
the Nickel Plate line between Ashtabula and Cleveland (Cloggsville) from 36.6 to 26.0 trains per
day. NS would also be able to further reduce the number of trains running on the Nickel Plate
line from Cloggsville to Vermilion through the Western Cleveland Suburbs to only 13.9 trains
per day, which would be just 0.4 trains per day higher than the base case 1995 level for this line
segment (and would actually represent a reduction of 2.5 trains per day from May 1997 levels).
NS’ proposal to reduce train frequencies on the Nickel Plate line from Cloggsville to Vermilion
to only 13.9 trains per day also represents a reduction from the current train frequency of 19
trains per day for the first quarter of 1998 (January to March 1998). The proposed rerouting over )
the Pittsburgh line in combination with NS’ November 1997 Cloggsville Connection proposal is
referred to in this report as the “revised Cloggsville Connection mitigation proposal” or the
“revised mitigation proposal for train frequencies in Greater Cleveland and vicinity.”

The Cloggsville Connection would include two modifications to existing track--the
upgrading of existing rail lines and connections between Cloggsville and CP-190 to NS main line
standards and the construction of a double connection at Vermilion. The construction and
upgrades between Cloggsville and CP-190 would establish a new main line route between the
NS Nickel Plate line and the existing Conrail Chicago line to be operated by NS post-
Transaction. The Cloggsville Connection would allow trains moving from Cleveland to
Vermilion to be routed off of the Nickel Plate line at Cleveland (Cloggsville) and rerouted to
Vermilion via CP-190 and Berea. The double connection just west of Vermilion would allow
trains coming off the Cloggsville Connection route at Vermilion to be routed back onto the
Nickel Plate line at Vermilion. The Vermilion double connection would also provide routing
flexibility between Vermilion and Bellevue (on NS’ Nickel Plate line) and between Vermilion
and Oak Harbor (on the existing Conrail Chicago line).
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Thus, NS’ revised mitigation proposal for train frequencies in Greater Cleveland and
vicinity includes both construction and operation of the Cloggsville Connection route and an
additional rerouting of 10.6 trains per day off of the Nickel Plate line and onto lines currently
controlled by Conrail (the Pittsburgh line, the Conrail Mainline and the Chicago line) that would
be controlled by NS post-Transaction.

This report, prepared by NS at the request of the Section of Environmental Analysis
(SEA), describes the environmental implications of NS’ revised Cloggsville Connection
mitigation proposal for train frequencies. This report is presented in four parts. This part (Part I)
provides an overview of both the original NS Operating Plan proposal for routing rail traffic
through Greater Cleveland and vicinity and the revised NS mitigation proposal for routing traffic
through Greater Cleveland and vicinity. Part II provides an analysis of the environmental
impacts associated with the revised NS mitigation proposal for routing traffic through Greater
Cleveland and vicinity. Part IlI provides an analysis of the environmental impacts associated
with the construction of the Cloggsville Connection (except for the double Vermilion
connection). Part I'V provides an analysis of the environmental impacts associated with the
construction of a double connection at Vermilion.
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2.0 THE ORIGINAL NS OPERATING PLAN IN GREATER CLEVELAND AND
VICINITY

The original Operating Plan called for NS to utilize two principal routes for east-west
traffic through Cleveland. One of these is NS’ existing Nickel Plate line, and the other is the
existing Conrail high-speed route, comprised of the Pittsburgh Line, the Conrail Main line (the
former New York Central Lakeshore line) and the Conrail Chicago line. Under the original
Operating Plan, increased post-Transaction NS east-west train traffic through the Cleveland area
would have been largely routed over the Nickel Plate line. These projected traffic increases
resulted both from increased utilization of the Southern Tier line in New York for traffic moving
between New York/New Jersey and Chicago and the Midwest and from increased NS traffic
moving between Pittsburgh and Youngstown and Chicago and the Midwest. The latter traffic
included traffic moving between Rochester, PA and Youngstown and Bellevue, OH, some of
which would under the original NS Operating Plan be routed on the existing Conrail track from
Rochester to Youngstown to Ashtabula, then routed through the Cleveland area on the Nickel
Plate line in order to access Bellevue and points west. NS’ original Operating Plan was centered
on efficient use of the existing main line rail infrastructure to provide safe transport of rail freight
from day one on the Conrail Transaction. In Greater Cleveland and vicinity, this meant
increasing train traffic on NS’ Nickel Plate main line. The Nickel Plate line is an efficient, safe
and long standing route for rail freight transport through Greater Cleveland and vicinity.

Under the original NS Operating Plan, post-Transaction traffic on the Nickel Plate line
between Ashtabula and Cleveland (Cloggsville) was projected to be 36.6 trains per day, an
increase of 23.6 trains per day over 1995 base case levels, and post-Transaction traffic on the
Nickel Plate line between Cleveland (Cloggsville) and Vermilion was projected to be 34.1 trains
per day, an increase of 20.6 trains per day over 1995 base case levels. At the same time, the
original NS Operating Plan projected decreases in traffic post-Transaction on the existing Conrail
Mainline between Cleveland (CP-181)and Berea and on the existing Conrail Chicago line
between Berea and Vermilion. Projected freight train frequencies based on the original NS
Operating Plan over lines in Greater Cleveland and vicinity that would be operated by NS post-
Transaction are shown in the map in Figure I-1 and Figure I-2 below.
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Figure I-2. NS Original Operating Plan

Segment Passenger Freight Trains per Day Million Gross
Trains Tons
Pre Post Change Pre Post

Rochester to Youngstown 0.0 12.6 17.7 5.1 31.8 37.1
Youngstown to Ashtabula* 0.0 1.7 23.8 12.1 31.0 54.5
Ashtabula to Cleveland 0.0 13.0 36.6 23.6 19.9 624
(Cloggsville)
Cleveland (Cloggsville) to 0.0 13.5 34.1 20.6 25.5 63.8
Vermilion
Rochester to Alliance 2.0 37.9 26.3 -11.6 823 58.5
Alliance to White 2.0 264 30.1 3.7 57.5 60.3
White To Cleveland (CP-181) 2.0 12.5 29.7 17.2 259 59.9
Cleveland (CP-181) to 40 48 4 42.9 -5.5 100.8 84.1
CP-190**
CP-190 to Berea 4.0 48.4 42.9 -5.5 100.8 84.1
Cleveland (Cloggsville) to CP- 00 2.0 4.2 122 07 11.5
190
Berea to Vermilion 4.0 48 4 349 -13.5 100.8 70.2
Vermilion to Bellevue 0.0 15.6 27.0 114 30.6 50.1
Bellevue to Oak Harbor 0.0 1.7 272 19.5 172 49.0
Vermilion to Oak Harbor 40 48.3 414 -6.9 100.3 823
Vermilion Connection west of 00 0 7 7 0 12.9
Coen Road
Vermilion Connection east of 00 n/a n/a n/a n/a n/a
Coen Road

* Post numbers include 7 CSX trains per day and 19.0 MGT.

** Post numbers include 10 CSX trains per day and 14.6 MGT.

*** Post numbers include 2 CSX trains per day and 0.7 MGT.

n/a = not applicable

Revised Cloggsville Connection
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3.0 NS’ REVISED MITIGATION PROPOSAL FOR TRAIN FREQUENCIES IN
GREATER CLEVELAND AND VICINITY

3.1 Train Routing and Frequencies

As discussed above, the kéy elements of NS’ revised mitigation proposal are
(1) construction and operation of the Cloggsville Connection (as described in the proposal
submitted by NS in November 1997), with associated rerouting of trains between Cloggsville
and Vermilion from the Nickel Plate to an upgraded line between Cloggsville and CP-190 and
thence to Berea and then on to Vermilion via existing Conrail lines, and (2) rerouting of 10.6
trains per day between Rochester and Vermilion from the original NS Operating Plan routing via
Ashtabula and the Nickel Plate line through Cleveland to a routing over the existing high-speed
Conrail lines through Cleveland (via the Conrail Pittsburgh line, the Conrail Main line and
thence from Berea to Vermilion over the Conrail Chicago line).

The most significant beneficial affects of the revised Cloggsville Connection mitigation
proposal on train frequencies in Greater Cleveland and vicinity are the following:

J A reduction of 20.2 trains per day (relative to the original NS Operating Plan) on
the Nickel Plate line from Cleveland (Cloggsville) to Vermilion, including the
Edgewater-Cudell, Ohio City and Detroit Shoreway neighborhoods in Cleveland,
and the West Shore suburbs of Bay Village, Rocky River and Lakewood. Rail
traffic on this segment would be only 13.9 trains per day, just 0.4 trains above 1995
base case levels and well below current levels. (In the first quarter of 1998, train
frequency on this segment was 19 trains per day.)

. A reduction of 10.6 trains per day (relative to the original NS Operating Plan) on
the Nickel Plate line from Ashtabula to Cleveland (Cloggsville), including the
University Circle, Little Italy, Fairfax and Nottingham neighborhoods in Cleveland,
and the communities of East Cleveland and Euclid. Rail traffic on this segment
would be 26.0 trains per day, 13.0 trains above 1995 base case levels.

. A reduction of 10.6 trains per day (relative to the original NS Operating Plan) on
the Youngstown to Ashtabula rail line segment, which ameliorates potential impacts
on this segment identified in the DEIS.

Revised Cloggsville Connection I-8
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There are, of course, rail line segments in Greater Cleveland and vicinity on which train
traffic would increase as a result of this proposal. The most notable increases would be on the
existing Conrail lines between Rochester, PA and Vermilion through Cleveland. However, as
discussed in this report, the mitigation proposal for train frequencies in Greater Cleveland and
vicinity largely relocates most of the increases in traffic to main lines through corridors with high
concentrations of industry and fewer residential areas.

Projected train frequencies based on NS’ revised Cloggsville Connection mitigation
proposal over lines in Greater Cleveland and vicinity that would be operated by NS post-
Transaction are shown in the map in Figure I-3 and Figure -4 below. An analysis of the
environmental impacts associated with these revised train routings and projected traffic levels is
contained in Part II of this report.

3.2 Construction Projects

NS described the improvements and new construction needed to implement the Cloggsville
Connection alternative routing in its November 1997 proposal. These include: upgrading of
track between Cleveland (Cloggsville) and CP-190 to NS main line standards and addition of a
second main track on this segment; rehabilitation or replacement of a bridge over West 65th
Street, construction of an additional span over West 150th Street, and construction of a new
bridge over Train Ave. in Cleveland; construction of a new ramp at Cloggsville in Cleveland to
reduce the maximum grade and improve horizontal alignment of track; construction of a new
interchange with the Flats Industrial Railroad near Cloggsville in Cleveland; installation of
power switches and crossovers to fully signalize the rail line segment between Cleveland
(Cloggsville) and CP-190; construction of a new double track route around Rockport Yard in
Cleveland; reconfiguration of existing trackage at CP-190, each end of Rockport Yard, CP-Short,
and the Ford Assembly Yard; and construction of a second connection at Vermilion (to be
accomplished by constructing a double connection instead of the single connection proposed in
the original NS Operating Plan). Other improvements associated with the Cloggsville
Connection mitigation proposal would be construction of two-lane grade separations at Front
Street in Berea (in conjunction with the adjacent CSX line) and at Fitch Road in Olmsted Falls,
and crossing protection upgrades for the Nickel Plate line between Cleveland (Cloggsville) and
Vermilion.

An environmental report with respect to these construction projects is included herein. In
view of the geographical distance between the Cloggsville Connection construction areas in the

Revised Cloggsville Connection 199
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Figure I-4. NS Revised Cloggsville Connection Mitigation Proposal

Segment Passenger Freight Trains per Day Million Gross
Trains Tons
Pre Post Change Pre Post

Rochester to Youngstown 0.0 12.6 7.1 -5.5 318 17.5
Youngstown to Ashtabula* 0.0 11.7 13.2 1.5 31.0 34.9
Ashtabula to Cleveland 0.0 13.0 26.0 13.0 19.9 42.8
(Cloggsville)
Cleveland (Cloggsville) to 0.0 13.5 13.9 0.4 255 28.1
Vermilion
Rochester to Alliance 2.0 379 369 -1.0 82.3 78.1
Alliance to White 2.0 264 40.7 14.3 57.5 79.9
White To Cleveland (CP-181) 2.0 12.5 40.3 27.8 259 79.5
Cleveland (CP-181) to 4.0 484 53.5 5.1 100.8 103.7
CP-190*#*
CP-190 to Berea 4.0 48.4 63.1 14.7 100.8 119.8
Cleveland (Cloggsville) to CP- 0.0 2.0 138 118 0.7 276
190
Berea to Vermilion 4.0 48.4 551 6.7 100.8 105.9
Vermilion to Bellevue 0.0 15.6 26.0 10.4 30.6 47.3
Bellevue to Oak Harbor 0.0 7.7 26.2 18.5 17.2 46.2
Vermilion to Oak Harbor 4.0 48.3 42.4 -59 100.3 85.1
Vermilion Connection west of 0.0 0.0 09 0.9 0.0 2.4
Coen Road
Vermilion Connection east of 0.0 0.0 11.6 11.6 0.0 224
Coen Road

* Post numbers include 7 CSX trains per day and 19.0 MGT.
** Post numbers include 10 CSX trains per day and 14.6 MGT.
*** Post numbers include 2 CSX trains per day and 0.7 MGT.

n/a = not applicable
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City of Cleveland and the community of Vermilion, the construction of the double-connection at
Vermilion is discussed separately from the remainder of the Cloggsville Connection
construction. The Cloggsville Connection construction report is Part III hereof and the
Vermilion double connection construction report is Part IV hereof.

3.3 Costs of the Mitigation Proposal for Train Frequencies

The routing changes offered by this N'S mitigation proposal for train frequencies in Greater
Cleveland and vicinity involve very significant public and private expenditures. Making the
Cloggsville Connection a viable alternative for routing additional rail traffic through the Greater
Cleveland area requires considerably more capital expenditures than would be needed simply to
utilize the NS Nickel Plate line, as proposed in the original NS Operating Plan. As described in
the NS Operating Plan (and evaluated in Applicants’ June 1997 Environmental Report submitted
to the STB), the use of the Nickel Plate line for post-Transaction rail traffic would involve only
the construction of a single connection - at Vermilion - in order to connect the Nickel Plate line
to the existing Conrail Chicago line to be operated by NS post-Transaction. The cost of
constructing this single connection, which would be incurred by NS, was estimated at $2,587,000
in NS’ original Operating Plan.

By contrast, NS’ Cloggsville Connection mitigation proposal would, among other things,
require upgrading and/or reconfiguring segments of track, adding double track on some
segments, constructing a new double-track route around Rockport Yard, rehabilitating or
replacing certain rail bridges, and constructing a double connection at Vermilion. As part of its
mitigation proposal, NS has also proposed the construction of two additional grade separations,
one in Berea and one in Olmsted Falls, and to participate in upgrading of grade crossing
protection at 17 crossings in Cleveland and the West Shore suburbs located on the Cleveland
(Cloggsville) to Vermilion corridor (consistent with state regulatory approval). None of the
projects would be required under the Nickel Plate line routing proposed by NS in its original
Operating Plan. As described in NS’ November 25, 1997 letter to SEA, the costs associated with
the mitigation proposal include an estimated $24,350,000 for the necessary improvements on the
Cleveland (Cloggsville) to CP-190 rail line segment, an estimated $3,000,000 to construct a
second connection at Vermilion, an estimated total of $19,600,000 for construction of grade
separations at Berea and Olmsted Falls, and an estimated $2,300,000 for upgrading crossing
protection on the Cleveland (Cloggsville) to Vermilion rail line segment of the Nickel Plate line.
These construction projects, including grade separations, crossing protection upgrades and rail
line adjustments to accommodate the rerouting are proposed in response to public concerns and

Revised Cloggsville Connection I-12
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go beyond the levels required to address significant impacts identified in the DEIS.
Implementation of the mitigation proposal for train frequencies is subject to federal and state
funding and support. The grade separation projects are, in fact, currently proposed for funding
allocation under pending BESTEA Legislation before Congress.

Despite the qualification of these projects for public funding, NS has recently notified
government officials, elected representatives and other parties interested in Greater Cleveland
and vicinity that NS will commit up to $27,350,000 of its own money to this mitigation proposal
for the construction of the necessary improvements on the Cleveland (Cloggsville) to CP-190
line segment and the construction of the second connection at Vermilion, contingent on approval
by STB of the Transaction and NS’ mitigation proposal for train frequencies in Greater
Cleveland and vicinity. NS will also participate within identified grade separation and grade
crossing upgrade projects using customary railroad percentages (from 0 to 10 percent) for these
public-private improvements. This very substantial financial commitment underscores NS’
willingness to voluntarily participate in finding satisfactory solutions to the issues raised by
interested parties concerning projected train traffic increases in Greater Cleveland and vicinity.

Revised Cloggsville Connection I-1 3
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PART II - OPERATIONS THROUGH GREATER CLEVELAND AND
VICINITY UNDER THE REVISED CLOGGSVILLE CONNECTION
MITIGATION PROPOSAL FOR TRAIN FREQUENCIES

As a mitigation plan for Greater Cleveland and vicinity, NS is proposing an alternative
routing of post-Transaction increases in rail traffic through this area. The alternative routing
encompasses rail line segments between Rochester, PA, east of Cleveland, and Vermilion, OH,
west of Cleveland. Part II of this report discusses the environmental implications of NS’
proposal, which is called the revised Cloggsville Connection mitigation proposal. Section 1 of
Part II describes train routing under the revised Cloggsville Connection mitigation proposal.
Sections 2 through 7 describe environmental implications of the revised Cloggsville Connection
mitigation proposal including at-grade crossing safety, highway traffic delay, noise, air quality,
hazardous materials transportation, other transportation impacts, and community demographics.

1.0 DESCRIPTION OF THE REVISED CLOGGSVILLE CONNECTION
MITIGATION PROPOSAL

1.1 The Original NS Operating Plan

In its original Operating Plan, NS proposed to utilize its Nickel Plate line as the primary
route for post-Transaction increases in rail traffic through Greater Cleveland. Under the original
Operating Plan, rail traffic would increase post-Transaction on the Ashtabula to Cleveland
(Cloggsville) and Cleveland (Cloggsville) to Vermilion segments of the Nickel Plate line. In
order to concentrate rail traffic increases on the Nickel Plate, rail traffic would also increase on
rail line segments from Rochester, PA to Youngstown and from Youngstown to Ashtabula.
Projected changes in rail traffic in Cleveland and vicinity under the original NS Operating Plan
are shown in the map in Figure II-1 and in Figure 1I-2. The map in Figure II-1 also highlights the
main NS east-west route through Greater Cleveland and vicinity.

Based on SEA’s analysis of the original NS Operating Plan, the DEIS identified the City of
Cleveland and the West Shore suburbs of Lakewood, Bay Village and Rocky River as areas of
special concern.

Revised Cloggsville Connection II-1
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Figure I1-2: Rail Traffic on NS Rail Line Segments

Rochester to Youngstown 12.6 +5.1 -55

Youngstown to Ashtabula | 11.7 +12.1 + 1.5
Ashtabula to Cleveland (Cloggsville) 13.0 +23.6 7+13.0
Cleveland (Cloggsviile) to Vermilion 13.5 + 2;0.6 +0.4
Rochester to Alliance 39.9 -11.6 . 1.0
Alliance to White 284 +37 +143
White to Cleveland (CP-181) s | <172 | 278
Cleveland (CP-181) to CP-190 1 469 .55 | +5.1
CP-190 to Berea | 54 | 55 +14.7
Cleveland (Cloggsville) to CP-190 2.0 122 4118
Berea to Vermilion 52.4 . 13.5 +6.7
Kg:(rllilion Cdnncctioﬁ west of Coen 0 + 7 0.9
Vermilion Connection east of Coen 0 N/A@ +11.6

Road

(1) Figures include all freight and passenger trains and trackage rights
(2) This connection would not be constructed under the original NS Operating Plan.

Revised Cloggsville Connection 1I-3
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1.2  The Revised Cloggsville Connection Mitigation Proposal - NS’ Mitigation
Proposal for Greater Cleveland and Vicini

Under the revised Cloggsville Connection mitigation proposal, NS would utilize rail line
segments currently controlled by Conrail (to be controlled by NS post-Transaction) as the
primary route for post-Transaction increases in rail traffic through Greater Cleveland and
vicinity. The alternative route between Rochester, PA and Vermilion would include the
Rochester to Alliance, Alliance to White, and White to Cleveland (CP-181) segments of the
Conrail Pittsburgh line, the Cleveland (CP-181) to CP-190 and CP-190 to Berea segments of the
Conrail Mainline (former New York Central Lakeshore line), and the Berea to Vermilion
segment of the Conrail Chicago line. The alternative route would also include the Cleveland
(Cloggsville) to CP-190 rail line segment which connects the Nickel Plate line to the Conrail
Mainline. Rail traffic under the revised Cloggsville Connection mitigation proposal is shown in
the map in Figure II-3, which highlights the main NS east-west route through Greater Cleveland
and vicinity. As shown in Figure I1-4, rail traffic on all of these segments would increase relative

to NS’ original Operating Plan.

Under the revised Cloggsville Connection mitigation proposal, 10.6 trains per day between
Rochester, PA and Vermilion would be routed on track currently controlled by Conrail instead of
the Nickel Plate line. Between Cleveland (Cloggsville) and Vermilion, another 9.6 trains (or a
total of 20.2 trains) would be routed over track currently controlled by Conrail instead of the
Nickel Plate line.

Revised Cloggsville Connection -4
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Figure II-4. NS Revised Cloggsville Connection Mitigation Proposal

Segment Passenger Freight Trains per Day Million Gross
Trains Tons
Pre Post Change Pre Post

Rochester to Youngstown - 0.0 12.6 7.1 -5.5 31.8 17.5
Youngstown to Ashtabula* 0.0 11.7 13.2 1.5 31.0 34.9
Ashtabula to Cleveland 0.0 13.0 26.0 13.0 19.9 42 .8
(Cloggsville)
Cleveland (Cloggsville) to 0.0 13.5 13.9 0.4 25.5 28.1
Vermilion
Rochester to Alliance 2.0 379 369 -1.0 82.3 78.1
Alliance to White 2.0 26.4 40.7 14.3 57.5 79.9
White To Cleveland (CP=-181) 2.0 12.5 40.3 27.8 259 79.5
Cleveland (CP-181) to 4.0 48.4 53.5 5.1 100.8 ‘ 103.7
CP-190**
CP-190 to Berea 4.0 48.4 63.1 14.7 100.8 119.8
Cleveland (Cloggsville) to CP- 0.0 2.0 13.8 11.8 0.7 27.6
190
Berea to Vermilion : 4.0 484 55.1 6.7 100.8 105.9
Vermilion to Bellevue 0.0: 15.6 26.0 104 30.6 47.3
Bellevue to Oak Harbor 0.0 ’ 7.7 26.2 18.5 17.2 46.2
Vermilion to Oak Harbor 4.0 48.3 42.4 -5.9 1003 85.1
Vermilion Connection west of 0.0 0.0 0.9 0.9 0.0 24
Coen Road
Yermilion Connection east of 0.0 0.0 11.6 11.6 0.0 224
Coen Road

* Post numbers include 7 CSX trains per day and 19.0 MGT.
** Post numbers include 10 CSX trains per day and 14.6 MGT.
*#%* Post numbers include 2 CSX trains per day and 0.7 MGT.
n/a = not applicable
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2.0 AT-GRADE CROSSING SAFETY AND DELAY

The DEIS describes the potential for train accidents with motor vehicles or pedestrians as
being mainly related to the number of at-grade crossings on a route, and the average daily
vehicular traffic on these roads. The DEIS describes the potential for highway motor vehicle
delays as being a function of the above factors and trains speeds at at-grade crossings. Complete
information on at-grade crossings affected by the revised Cloggsville Connection mitigation
proposal is provided in Attachment A.

Figure II-5 provides the number of grade separated and at-grade crossings on each rail line
segments between Rochester, PA and Vermilion. It also indicates the number of at-grade
crossings on each rail line segment with average daily highway traffic volume above 5,000
vehicles per day.

Figure II-5: Grade Crossings on NS Rail Line Segments
in Greater Cleveland and Vicinity

Rochester to Youngstown 36 | 10 7 2
Youngstown to Ashtabuia 54 39 71
Ashtabula to Cleveland (Cloggsville) 59 61 14
Cleveland (Cloggsville) to Vermilion 24 64 12
Ro;:hester to Alliance | 66 44 | 71
Alliance to White ) 47 7 30 R 2
White to Cleveland (CP-181) 35 | 3 0
Cleveland (CP-181) to CP-190 18 0 0
CP-190 to Berea ) 2 3 2
Cleveland (Cloggsville) to CP-190 7 13 7 0 0
Berea to Vermilion | 31 30 o 3
Vermilion Connectioﬁ west of Coen Road 0 0 0
Vermilion Connection east of Coen Road 0 0 0
Revised Cloggsville Connection II-7
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The revised Cloggsville Connection mitigation proposal for train frequencies would
include construction of two new grade separations, at Front Street in Berea (located on the CP-
190 to Berea segment of the Conrail Main line) and at Fitch Road in Olmsted Falls (located on
the Berea to Vermilion segment of the Conrail Chicago line). Implementation of the revised
Cloggsvile Connection proposal is dependent on public funding and support. These proposed
grade separations mitigate concerns with both traffic safety and delay for these communities.
Under the original NS Operating Plan route, these crossings would not be grade-separated.
Figure 1I-6 provides additional information on these crossings.

Figure I1-6: Grade Separations in Berea and Olmsted Falls
under the Revised Cloggsville Connection Mitigation Proposal

1995 base case rail traffic 52.4 trains per day 52.4 trains per day

Rail traffic under the Original NS 46.9 trains per day 38.9 trains per day
Operating Plan route

Rail traffic under the Cloggsville 67.1 trains per day 59.1 trains per day
Connection Mitigation Proposal

Average daily highway motor 4,930 highway vehicles 5,850 highway vehicles
vehicle traffic volume

Under the revised Cloggsville Connection mitigation proposal, NS would utilize segments
currently controlled by Conrail as the primary route for post-Transaction increases in rail traffic
through Greater Cleveland and vicinity. Under the original NS Operating Plan, NS would utilize
its Nickel Plate line for this traffic. Figure II-7 compares the alternatives in terms of at-grade

crossings.

Revised Cloggsville Connection 1I-8
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Figure II-7: At-Grade Crossings on NS Routes betwee

Number of at-grade crossings 174 110
Number of at-grade crossings with 28 8

traffic volume > 5,000 ADT

®Includes the following segments that would see decreased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity: Rochester to Youngstown; Youngstown to
Ashtabula; Ashtabula to Cleveland (Cloggsville), and Cleveland (Cloggsville) to Vermilion. All of these
segments are on or feed into the Nickel Plate line.

@Includes the following segments that would see increased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity. Rochester to Alliance; Alliance to White,
White to Cleveland (CP181), Cleveland (CP181) to CP-190; CP-190 to Berea, Cleveland (Cloggsville) to CP-
190, and Berea to Vermilion.

The revised Cloggsville Connection mitigation proposal would also address at-grade
crossing safety for the Edgewater-Cudell neighborhood in Cleveland and West Shore suburbs of
Lakewood, Rocky River and Bay Village on the Nickel Plate line which have raised particular
concerns about this issue. Train traffic through these communities would increase by only
0.4 trains per day from 1995 levels (and will actually decline by 5 trains per day from current
levels in the first quarter of 1998). NS also proposes to support the upgrade of grade crossing
protection at some 17 crossings in those communities (consistent with state approval and the
availability of public funding).

Revised Cloggsville Connection 11-9
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3.0 NOISE

The potential for adverse noise impacts is related to a number of factors, including change
in rail traffic volume, proximity of sensitive noise receptors (e.g., residences, schools, churches,
hospitals and libraries) to the tracks, and topographical features. In the DEIS, SEA set out
criteria for determining the significance of noise increases to sensitive receptors near rail line
segments. SEA’s threshold for noise analysis is an increase in rail traffic post-Transaction in
excess of eight trains per day or a doubling of gross ton-miles relative to 1995 base case levels.
Sensitive noise receptors may be affected, according to SEA, where noise levels from wheel/rail
noise and locomotive engines will exceed 65 dBA L, in total. Mitigation is considered
potentially appropriate by SEA if noise levels from wheel/rail noise and locomotive engines' will
increase by at least 5 dBA L, and will exceed 70 dBA L, in total. The following sections
examine potential noise impacts for relevant rail line segments under the original NS Operating
Plan and the revised Cloggsville Connection mitigation proposal.

3.1 Original NS Route

Under the original NS Operating Plan, rail traffic on five rail line segments between
Rochester, PA and Vermilion, OH would increase by more than eight trains per day or double in
turns of freight volume (relative to the 1995 base case levels) and would therefore require

additional noise impact analysis:

. Youngstown to Ashtabula

. Ashtabula to Cleveland (Cloggsville)
. Cleveland (Cloggsville) to Vermilion
. White to Cleveland (CP-181)

. Cleveland (Cloggsville) to CP-190

These segments were analyzed in the DEIS. A noise model was used by SEA to determine
the potential effect of increased train traffic. The model impacts were compared to the SEA
noise significance criteria of a 70 dBA L, total and a 5 dBA increase in noise levels. None of
these line segments were found by SEA to meet its noise significance criteria.

IConsistent with FRA safety requirements for sounding locomotive horns when approaching
at-grade crossings, SEA does not consider horn noise from trains to be appropriate for mitigation.

Revised Cloggsville Connection -10
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3.2. The Revised Cloggsville Connection Mitigation Proposal for Train Frequencie_s

Under the revised Cloggsville Connection mitigation proposal for train frequencies, rail
traffic on the following rail line segments from Rochester, PA to Vermilion, OH would increase
by more than eight trains per day or double in terms of freight volume (relative to 1995 base case

levels) and therefore would require additional noise impact analysis:

. Ashtabula to Cleveland (Cloggsville)

. Alliance to White

. White to Cleveland (CP-181)

. CP-190 to Berea

. Cleveland (Cloggsville) to CP-190

. The proposed Vermilion Connection west of Coen Road

. The proposed Vermilion Connection east of Coen Road

A noise model was used to determine the potential effect of increased train traffic.? As
shown in Figure II-8, modeling indicates that under the revised Cloggsville Connection

| mitigation proposal, noise levels would meet SEA’s 70 dBA Ly, total and 5 dBA L, increase

significance criteria at the Cleveland (Cloggsville) to CP-190 line segment and the double -

connection east and west of Coen Road at Vermilion.

Along the Cleveland (Cloggsville) to CP-190 rail line segment, modeling indicates that
noise levels would increase by 8.4 dBA L, and a 70 dBA L, contour would extend out 65 feet
perpendicular from the rail line. Based on aerial photographs and on site visits, however, NS has

identified no sensitive noise receptors within 65 feet of this rail line segment.

Noise modeling predicted that the noise level from post-Transaction train traffic along the
Vermilion connection west of Coen Road would exceed the noise significance criterion of a
5 dBA increase and a 70 dBA L, contour would extend 12 feet perpendicular to the connection.
However, NS has identified no noise receptors within 12 feet of this proposed connection.
Modeling also predicted that the noise level from post=Transaction train traffic along the
Vermilion connection east of Coen Road would exceed the noise significance criterion of a

?The noise modeling methodology used here is identical to that used in the ER. For detailed
information sec Applicants’ Control Application, Volume 6A (Environmental Report), Part I,
Appendix B. ' ‘
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5 dBA increase and a 70 dBA L, contour would extend 58 feet perpendicular to the connection.
NS has identified no noise receptors within 58 feet of the proposed connection. Thus no NS rail
line segments between Rochester, PA and Vermilion, OH that meet SEA’s noise significance
criteria would impact any sensitive noise receptors under the revised Cloggsville Connection

mitigation proposal.

Figure 1I-8: Noise Analysis for the Revised Cloggsville Connection Mitigation Proposal*

Rochester to Youngstown 12.6 7.1 0 No significant impact
Youngstown to Ashtabula 11.7 13.2 0.5 No significant impact
Ashtabula to Cloggsville 13 26 3.0 No significant impact
Cleveland (Cloggsville) to Vermilion | 13.5 139 0.1 No significant impact
Rochester to Alliance 39.9 38.9 -0.1 No significant impact
Alliance to White 284 427 1.8 No significant impact
~ White to Cleveland (CP-181) 14.5 423 4.6 No significant impact
Cleveland (CP-181) to CP-190 524 57.5 04 No significant impact
CP-181 to Berea 524 67.1 1.1 No significant impact
Cleveland (Cloggsville) to CP-190 2 13.8 84 No signiﬂcant impact
Berea to Vermilion 524 59.1 0.5 No significant impact
Vermilion Connection west of Coen Rd. 0 0.9 >5 No signiﬁcant'impact
Vermilion Connection east of Coen Rd. 0 11.6 >5 No significant impact

* Includes passenger, NS freight and trackage rights trains.
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4.0 AIR QUALITY

Air quality is affected by changes in emissions from locomotives and changes in emissions
due to mode of transportation shifts (i.e., diversion from trucks to rail). The number of trains, the
volume of freight being hauled, and the length of the rail route all affect air emissions from

freight trains.

The Transaction will create significant emissions reductions system-wide and throughout
the Eastern United States by diverting freight from trucks to rail. These benefits, which are
recognized in the DEIS, far outweigh minor emission increases or decreases on any single rail
line segment.* EPA’s Ozone Transport Assessment group (OTAG) has concluded that the
impacts of criteria air pollutant emissions (such as NO,) are system-wide or regional, not local.
These conclusions are cited in the DEIS.* Therefore, local mitigation options for ozone precursor
emissions (such as NO, emissions) are not indicated because precursor emissions would decrease
at the system-wide level due to this transaction. Emissions will decrease further in the future due
to locomotive standards newly promulgated by the U.S. Environmental Protection Agency.

Because the Transaction will allow rail to compete more favorably with trucks, it will
reduce truck traffic in many areas, including Greater Cleveland and 1‘vicinity. This shift in freight
from trucks to locomotives means that freight can be transported with fewer emissions per pound
of freight hauled, meaning more efficient and less polluting transportation.

Figure 1I-9 indicates changes in air emissions under the original NS Operating Plan and the
revised Cloggsville Connection mitigation proposal relative to 1995 base case levels from NS
rail operations between Rochester, PA and Vermilion, OH. Attachment B to this report presents
the results of the detailed air quality analysis for each of the line segments affected by the revised

Cloggsville Connection mitigation proposal.

3DEIS, Volume I, Chapter 5, pg. 4-50.

Id. At 4-56
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Figure II-9: Air Emissions from NS Rail Operations
Between Rochester, PA and Vermilion, OH

Pb

HC 278.92 37.37 40.43

co 835.41 111.88 121.08

NO, 7522.88 1007.30 1090.17

S0, 487.46 65.25 70.62

PM,, 189.92 25.45 27.55
0.015938 0002134

0.002310

HC = Hydrocarbons

CO = Carbon MoNOxide

NOx = Nitrogen Oxides

SO2 = Sulfur Dioxide

PM = Particulate matter smaller than 10 microns
Pb = Lead

Although there would be an increase in emissions from the revised Cloggsville Connection
mitigation proposal, Greater Cleveland and vicinity will also see an aggregate decrease in
emissions from truck-to-rail diversions as shown in Figure 1I-10. These decreases, which are not
included in Figure II-9, are a result of reductions in truck traffic in Ashtabula, Cuyahoga, Lake,
Erie, Lorain, Mahoning, Trumbell, Portage, Stark, Summit and Columbiana counties in Ohio and

Lawrence and Beaver counties in Pennsylvania.

Figure II-10: Reduction in Air Emissions from Truck-to-Rail Diversions
in the Affected Counties (tons per year)

20.63

104.10

237.37

7.72

27.63

0.0013
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5.0 HAZARDOUS MATERIALS TRANSPORTATION

Figure II-11 indicates hazardous materials transportation under the original NS Operating
Plan and the revised Cloggsville Connection mitigation proposal relative to 1995 base case
levels.

Figure II-11: Post-Transaction Hazardous Materials Transport
in Greater Cleveland and Vicinity

Rochester to Youngstown 2,920 + 8,760 - 1,095
Younéstown to Ashtabula 2,920 + 8,760 - 1,095
Ashtabula to Cleveland 7,665 +29,565 7 + 19,710 7
(Cloggsville)

Cleveland (Cloggs;”\;ille) to 79,490 +22,995 ' -2,920 )
Vermilion

Rocheste:rwto Alliance 70,810 | - 35,405 - 25,550
Alliance to White 29,930 +4,015 ‘ + 13,870
White to Cleveland (CP-181) 12,775 +21,535 +31,390
Cleveland (CP-181) to CP-190 84,315 - 37,960 - 28,105
CP-190 to Berea | 84,315 - 37,960 - 12,045
Cleveland (Clc;ggsvilkle) to CP-190 110 + 6,826 +22,886
Berea to Vermilionr ‘ 84,315 - 44,165 - 18,250
Ve@ilion to Oak Harbor 82,855 - 24,455 - 23,360
Vermilion to Bellevue 9,490 +6205 +5,110
Oak Harbor to Bellevue i 3,285 + 15,330 + 20,805
Vérmilion éonnection west of Coen 0 + 18,250 +10,585
Vermilion Connection east of Coen 0 0o ‘ +4,015

*Increase (+) or decrease (-) from the 1995 Base Case. To obtain the total post-Transaction hazardous materials
transport anticipated for a rail line segment, add or subtract the increase or decrease to the 1995 Base Case Levels
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Transportation of hazardous materials will not create significant environmental impacts
under either the original NS Operating Plan or the revised Cloggsville Connection mitigation
proposal. Safety, including safe transport of hazardous materials, is NS’ highest priority. This
unflagging commitment, which goes far beyond simply complying with existing regulations and
accepted industry practices, has resulted in NS’ industry-leading safety performance. NS is
dedicated to being a responsible member of the communities it serves and is also motivated by
the tenet that safety is good business. Simply put, accidents are both damaging and expensive,
and NS is devoted to preventing them. NS participates in many voluntary programs, such as the
guidelines of the Association of American Railroads (AAR) Circular No. OT-55B -
“Recommended Railroad Operating Practices for Transportation of Hazardous Materials,”
Responsible Care®, and the North American Non-Accident Release (NAR) Program. NS
complies fully with U.S. Department of Transportation, U.S. Environmental Protection Agency,
state and local regulations designed to minimize the risk of a hazardous materials release. These
factors, along with NS” own risk reduction procedures, have produced a steady decline in the
frequency of hazardous materials incidents on NS trains. In 1996, 99.96 percent of all hazardous
materials shipments through the NS system arrived without incident. That figure has steadily
improved from 99.90 percent a decade ago, reflecting NS’ continuing commitment to safety.
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6.0. IMPACTS RELATED TO INTERMODAL FACILITIES AND PASSENGER RAIL

The routing of post-Transaction increases in rail traffic from Rochester to Vermilion will
not impact intermodal facilities (where freight is transferred between rail and trucks) or
passenger rail operations under either the original NS Operating Plan or the revised Cloggsville
Connection mitigation proposal. An intermodal facility is located northeast of Cloggsville along
the Nickel Plate line. Activity at this intermodal facility would not be affected by the revised
Cloggsville Connection mitigation proposal.

Amtrak operates 2 to 4 trains per day along portions of the rail lines currently controlled by
Conrail that would see increased rail traffic post-Transaction under the revised Cloggsville
Connection mitigation proposal. Amtrak would continue to operate these trains post-
Transaction. The affected line segments and the associated train traffic are shown in
Figure 11-12.

Figure I1-12: Revised Cloggsville Connection Mitigation Proposal Route:

F ht’T‘ra»ffi onL e Segm nts with Pa Rail Serv

Rochester to Alliance 2 37.9 36.9 -1.0

Alliance to White 2 264 40.7 +14.3

White to Clevelandr 2 12.5 40.3 +27.8

(CP-181)

Cleveland (CP-181) to 4 48.4 53.5 +5.1

CP-190

CP-190 to Berea 4 484 63.1 +14.7

Berea to Vermilion 4 48.4 55.1 +6.7
Revised Cloggsville Connection 1I-17
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7.0 COMMUNITY PROFILE

This section provides demographic information on populations living near NS rail line
segments in Greater Cleveland and vicinity. Figure II-13 presents demographic information for
populations living within 1,000 feet of the rail line segments.’

Figure II-13. Demographic Profile of NS Rail Line Segments
in Greater Cleveland and Vicinity

Rochester to Youngstown 3,043 22% 30%
Youngstown té Ashiabula 6,848 27% 34%
Ashtabula to 45,966 49% 28%
Cleveland (Cloggsville)
Cleveland (Cloggsville) to Vermilion 52,348 ) 13% 21%
Rochester to Alliance 8,304 4% | 15%
Alliance to White 15,290 71 1% . 13% 7
”White to Cleveland (CP181) | 9,962 | 60% 51%
Clevelandb(CPlgl) to CP-190 - 15,367 15% 29%
CP-190 t; Berea 2,423 15% | 10%
Cleveland (Cloggsville) to CP-190 12,122 ) 21% 31%
Berea to Vermilion 10,376 6% | 15%

’The methodology for obtaining demographic information used here is identical to that
described in the DEIS. Demographic figures in this section are based on census block group level
data from the 1990 U.S. Census. To calculate figures, population data for census block groups were
obtained from the 1990 U.S. Census data files. All census block groups of which any portion was
within 1,000 feet of the tracks were included. Total census block group population, minority
population and low-income population for each census block group were then reduced in proportion
to the percentage of the census block group’s geographic area within 1,000 feet of any point on the
tracks. Minority persons include Non-White persons and White Hispanic persons. The share of
population classified as low income equals the share of those persons for whom poverty status was
reported who have a household income below the poverty line.
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NS’ mitigation proposal for Greater Cleveland and vicinity would concentrate NS’ post-
Transaction rail traffic increases on rail lines currently controlled by Conrail and away from NS’
Nickel Plate line. Figure II-14 compares the demographics of these rail lines in Greater
Cleveland and vicinity.

Figure 1I-14: Demographic Profile of Alternative Routes
through Greater Cleveland and Vicinity*

Routing Via Nickel Plate 108,203 30% 25%
line ®

Routing via Conrail lines 73,844 19% 25%
to be controlled by NS

post-Transaction®

MIncludes the following segments that would see decreased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity Rochester to Youngstown; Youngstown to
Ashtabula, Ashtabula to Cleveland (Cloggsville), and Cleveland (Cloggsville) to Vermilion All of these
segments are on or feed into the Nickel Plate line.

@Includes the following segments that would see increased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity Rochester to Alliance; Alliance to White,
White to Cleveland (CP181), Cleveland (CP181) to CP-190, CP-190 to Berea, Cleveland (Cloggsville) to CP-
190, and Berea to Vermilion.

Many of the minority and low-income residents along these rail lines are located within the
City of Cleveland. Figures II-15 and II-16 provide demographic data for populations residing
within the City of Cleveland only.
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Figure II-15 Demographic Profile of NS Rail Line Segments
in City of Cleveland

Rochester to Youngstown N/A N/A N/A
Youngstown to Ashtabula N/A N/A N/A
Ashtabula to Cleveland 12,554 60% 43%
(Cloggsville)

Cleveland (Cloggsville) to 12,762 25% 42%
Vermilion

Rochester to Alliance N/A N/A N/A
Alliance to White N/A N/A N/A
White to Cleveland (CP181) 9,323 61% 54%
Cleveland (CP181) to 13,758 17% 30%
CP-190

CP-190 to Berea 213 16% 4 25%
Cleveland (Cloggsville) to 11,455 22% 32%
CP-190

Berea to Vermilion N/A N/A N/A

Note. N/A = Not Applicable and indicates that no area within 1,000 feet of the tracks is within the City of
Cleveland.
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Figure I1-16. Demographic Profile of Alternative Routes
through the City of Cleveland

Routing via Nickel Plate 25,316 42% 43%
line ®

Routing via Conrail lines to 34,749 31% 37%
be controlled by NS post-

Transaction @

M Includes the following segments that would see decreased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity. Ashtabula to Cleveland (Cloggsville),
Cleveland (Cloggsville) to Vermilion All of these segments are on or feed into the Nickel Plate line

@ Includes the following segments that would see increased rail traffic relative to NS’ original Operating Plan as a
result of the mitigation proposal for Greater Cleveland and vicinity White to Cleveland (CP181), Cleveland
(CP181) to CP-190, CP-190 to Berea, and Cleveland (Cloggsville) to CP-190
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ATTACHMENT A

GRADE CROSSINGS
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ROCHESTER TO ALLIANCE
(public at-grade crossings)

Street

Crossing State |County City Milepost | ADT Highway
507586N PA  |BEAVER BEAVER FALLS 000062 2250 |CITY ST 15TH ST.
544682P PA  |BEAVER INEW GALILEE 003979 2966 |SR 168 CENTENIAL AVE
544683W PA BEAVER NEW GALILEE 003899 - LR04012 |WALNUTRD
544679G PA BEAVER NEW GALILEE 003643 50 |BOROST |HIGHLAND
544685K PA BEAVER NEW GALILEE 003536 330 |BORO SCHOOL HOUSE
- - ‘ MARKET ST
JAMES ST
PLEASANT DR
502549U PA BEAVER 004740 718 |LR04022  |LITTLE BEAVER RD
502550N PA BEAVER 004669 100 |[TWP 384 [MCROBERTSRD
' MAIN ST
HAGGARTY RD
HAYS RD
MONROE ST
S MAIN ST
~ |ELM ST
544663K OH COLUMBIANA |COLUMBIANA 005937 2000 |[VILLAGE |PITTSBURGH ST
544665Y OH COLUMBIANA [COLUMBIANA 005678 110 |TR 923 CREEKRD
544667M OH COLUMBIANA |NEW WATERFORD |005648 30 |[TR&884 WILHELMRD
544668U OH {COLUMBIANA |NEW WATERFORD |005585 30 [TR923 SLAGER XING
502873J OH COLUMBIANA [SALEM 006997 3040 |CITY NEW GARDEN RD
502857A OH COLUMBIANA |SALEM 006985 2960 |SR9 MILL ST
502874R OH COLUMBIANA [SALEM 006962 3600 |[CITY S ELLSWORTH RD
502876E OH COLUMBIANA |SALEM 006878 7460 |CR444A  [S. LINCOLN AVE
502878T OH COLUMBIANA [SALEM 006727 360 |[TR 765 CUNNINGHAMRD
502886K OH  |[COLUMBIANA |[LEETONIA 006375 866 |[VILLAGE [|WASHINGTON ST
502895J OH  |COLUMBIANA |[LEETONIA 006322 2287 |VILLAGE |WALNUT
502896R  |OH COLUMBIANA |LEETONIA 006314 4970 |VILLAGE |CHESTNUT ST
502900D OH COLUMBIANA |LEETONIA 006270 420 ~ |WILSON ST
502901K  |OH COLUMBIANA |[LEETONIA 006200 | 210 |TRP790 |BEESON MILLRD
502903Y OH COLUMBIANA |COLUMBIANA 006081 | 290 |TR1705  |QUIGLEYS
) JOHNSON RD
502858G OH MAHONING SEBRING 007916 4950 |VILLAGE |15THST
502859N OH MAHONING SEBRING 007882 3210 [VILLAGE [12THST
502862W OH MAHONING BELOIT 007783 1080 |SR165 MAIN ST
502863D OH MAHONING BELOIT 007720 280 |CR27 ELLETTRD
502864K OH MAHONING BELOIT 007686 460 |CR29 SMITH-GOSHEN
5028655 OH COLUMBIANA |SALEM 007187 890 |TR739 ALLEN RD
502868M OH COLUMBIANA [SALEM 007025 1020 |[CITY PERSHING
502872C {OH COLUMBIANA |SALEM 007013 660 |CITY WILSON
502964P OH MAHONING SEBRING 008038 570 |CR21 HEACOCK
BARRY RD
502459V OH MAHONING ~ |o08220 1020 |CR11 OYSTER RD
B BB MAHONING AVE.
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ASHTABULA TO YOUNGSTOWN

(public at-grade crossings)

Crossing _ |State  |County City Milepost ADT “Highway Street
544908Y  JOH ASHTABULA ASHTABULA 000023 2397 |CITY WEST 32ND 8T
5445951 OH ASHTABULA ASHTABULA 000110 1810 [CITY W52ND ST
544582K OH ASHTABULA ASHTABULA 000120 1460 |CITY W B4TH ST.
502651A OH ~ |[ASHTABULA ASHTABULA 000340 | 1380 |[CR25 STATE
5031077 OH ASHTABULA ASHTABULA 000399 290 |[CR23 PLYMOUTH
503108A OH ASHTABULA - 000474 250 |TR7 CARSON RD
503114D OH ASHTABULA  |JEFFERSON 000947 30 TR290 MARCH RD
SR 167
503115K OH ASHTABULA JEFFERSON 001141 70 TR262 NETCHER
503116S OH ASHTABULA JEFFERSON 001292 50 TR284 CLAYRD
503117Y OH ASHTABULA DORSET 001314 400 |CR291 S. DENMARK RD
503118F OH ASHTABULA DORSET 001496 250 |TR281 TOWER RD
544915J OH ASHTABULA DORSET 001627 360 |CR12 FOOTVILLE RICHMND
544914C OH ASHTABULA DORSET 001535 1390 {SR 193 SR 193 -
503121N OH ASHTABULA  |DORSET 001727 60 TR183 MARRIAN RD
503122V OH ASHTABULA DORSET 001911 30 TR10 AYERS RD
5031244 OH ASHTABULA ANDOVER 002114 810 use Useé
) ) ; MANN RD
503126X OH ASHTABULA ANDOVER 002361 10 TRY0 WOODWORTH RD
503127E OH ASHTABULA  |ANDOVER 002617 1260 |US 322 MEADVILLERD
5031281 OH ASHTABULA ANDOVER 002792 60 TR 142 UNDERWOQOD RD
503134P OH TRUMBULL 003987 120 [TR193 CORLAND HULL RD
503133H OH TRUMBULL CORTLAND 003909 530 |(CR 192 BRADLEY-BROWNLEE
503132B OH TRUMBULL 003626 2050 |SR &8 CHARGRIN FALLS
503136D OH TRUMBULL KINSMAN 003504 120 |TR 248 FISHER CORINTH RD
503135W OH TRUMBULL KINSMAN 003335 280 |TR 288 DAVIS PECK RD
503130M OH TRUMBULL KINSMAN 003157 1180 |SR 87 BLOOMFLD KINSMAN
5031297 OH TRUMBULL KINSMAN 003020 90 TR 286 WAKEFIELD CRK RD
50313858 OH TRUMBULL 004162 2150 |SR 305 SR 305
544732R OH TRUMBULL BROOKFIELD  |004442 550 {TR 158 KINGS GRAVE RD
5447314 OH ITRUMBULL BROOKFIELD [004522 30 TR 166 AMY BOIL RD
544729H OH TRUMBULL BROOKFIELD  |004712 2925 |329 WARREN SHARON RD
544721D |OH TRUMBULL YOUNGSTOWN (005159 690 |TR10 IMT. EVERT )
544720W OH TRUMBULL YOUNGSTOWN [005244 1012 |CR 11B BELL WICK RD
544719C OH TRUMBULL YOUNGSTOWN 005301 960 |[CR9B LEWIS-SEIFERT
544718V OH TRUMBULL YOUNGSTOWN 005331 3438 |SR 304 SR 304
544717N OH TRUMBULL YOUNGSTOWN {005432 2165 |CR 1088 LOGAN GATE RD
544716G OH MAHONING YOUNGSTOWN 005607 7698 HUBBARD RD
544711X OH MAHONING YOUNGSTOWN [005749 781 CITY VALLEY ST
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ROCHESTER TO YOUNGSTOWN
(public at-grade crossings)

Crossing  |State County City Milepost ADT Highway Street
502530C PA LAWRENCE |WAMPUM 008162 820 |BOROUGH |DARLINGTON
502529H PA LAWRENCE |WAMPUM 008121 1540 |BOROUGH |CLYDE ST
§03754D PA LAWRENCE |WAMPUM 008011 240 |TWP 386 |NEWPORT RD
503738U PA LAWRENCE [NEW CASTLE [007492 6400 |SR 18 ' [MONTGOMERY
5037398 PA LAWRENCE |NEW CASTLE (000023 50 T 372 COVERT'S CROSSING
503741C PA LAWRENCE |NEW CASTLE 000150 1160 |SR 551 RT 551 ;
544754R PA LAWRENCE [HILLSVILLE 006792 380 [TWP 324 |CHURCHRD
544755X OH MAHONING [LOWELLVILLE [006530 3330 |VILLAGE |EWASHINGTON ST
544756E OH MAHONING |[LOWELLVILLE [006389 1230 |CR196 LOWELLVILLE RD
544963Y OH MAHONING [STRUTHERS |006207 10640 |[SR616 BRIDGE ST
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WHITE TO CLEVELAND
(public at-grade crossings)

Crossing | State | County _City Name Milepost ADT __ [Highway Street

524226K |OH CUYAHO@A CLEVELAND 011651 002560 CITY ST AETNA

524223P |OH CUYAHOGA |CLEVELAND 011700 002680 7 CITY §T BESSEMER

524190E |OH CUYAHOGA QLEVELAND 012166 003500 CITY ST EAST 26TH ST
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ALLIANCE TO WHITE
(public at-grade crossings)

Crossing | State | County City Name Milepost ADT Highway Street
503008V |OH STARK  |ALLIANCE 1006710 5150 CITY PATTERSON
503010W |OH STARK  |ALLIANCE 006751 470 CITY WALNUT
503011D |[OH STARK  |ALLIANCE 006762 460 ciTY PARK AVE
503012K |OH STARK  |ALLIANCE 006763 620  |CITY KEYSTONE
5030135 |[OH STARK  |ALLIANCE 006774 4420 SR 225 UNION
503014Y |OH STARK  |ALLIANCE 006782 450 cITY VINE ST
503015F |OH STARK  |ALLIANCE 006849 1240 CR18 GASKILL
503016M |OH |STARK  |ALLIANCE 006869 1510 TR15 ROCKHILL
5030188 |OH STARK ALLIANCE 007037 230 |[CR16 FLORIDA AVE
5030194 |OH STARK  |ALLIANCE - [007078 500 TWP 12 GREENBOWER RD
503020C [OH STARK LIMAVILLE 007189 30 TWP 3 MAIN ST
503021J |OH PORTAGE 007231 20 TWP 49 GERMAN CHURCH
503022R |OH PORTAGE 007289 3160 SR 183 IRON ST.
503025L |OH PORTAGE |ATWATER 007496 1350 CR 87 WATERLOO RD
503028G |OH PORTAGE |[ATWATER 007612 320 CR50 STROUP
503029N |OH PORTAGE |ATWATER 007634 30 T-51 MOFF RD
503030H |OH [PORTAGE |ATWATER 007790 110 CH 116 WILKES RD
503031P |{OH PORTAGE |ATWATER 007900 270 CH 47 INDUSTRY RD
503568C |[OH PORTAGE |ROOTSTOWN 008129 360 TR110 HATTRICKRD
503566N |OH PORTAGE |[ROOTSTOWN 008172 960 CR31 NEW MILFORD
503565G |OH PORTAGE [ROOTSTOWN  |008185 380 TR99 LYNN RD
503564A |OH PORTAGE [RAVENNA 008287 470 CR89 SANDYLAKE RD
503558W [OH PORTAGE |RAVENNA 008477 940 ciTY LAKE ST
524356G |OH SUMMIT |[NORTHFIELD 010273 4140 CR 111 E HIGHLAND RD
503033D [OH  [SUMMIT |[TWINSBURG 010125 - 1140 CR 112 TWINSBURG
503034K |OH SUMMIT |HUDSON 009970 950 CR 115 HINES HILL RD
5035417 |OH SUMMIT [HUDSON 009476 6390 CR106 STOWRD

~ |OH SUMMIT |BEDFORD ) W GRACE

OH SUMMIT [BEDFORD W GLENDALE
OH SUMMIT |BEDFORD MCCRACKEN RD
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CP-181 TO CP-190
(public at-grade crossings)

There are no public at-grade crossings along this segment.
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ASHTABULA TO CLOGGSVILLE
(public at-grade crossings)

Crossing | State | County City Milepost | ADT | Street
- 471979R Ashtabula| Ashtabula 128.2 380 |[State Ave.
471980K Ashtabula | Ashtabula 1284 180 |Dwight Ave.
' Ashtabuia | Ashtabula ' ' Main Ave.
~ 471983F Ashtabula| Ashtabula 1289 4290 |[Park Ave.
471984M ) Ashtabula| Ashtabula 129 20  |Elm Ave.
471985U OH | Ashtabula| Ashtabula | 1291 810 |[Gary Ave.

4719868 OH | Ashtabula| Ashtabula 1292 1180 |Jefferson Ave.

471988P OH | Ashtabula| Ashtabula 129.4 2590 |West 52nd St.

471989W OH Ashtabula | Ashtabula 1295 8000 |WestAve.

471990R OH Ashtabula| Ashtabula 129.7 1310 |Nathan Ave.

471991X OH Ashtabula | Ashtabula 1299 300 |Samuel Ave.
471992E OH Ashtabula| Ashtabula 1302 4330 |Woodman Ave.
471993L | OH | Ashtabula| Ashtabula 1313 860 |[Sanborn Rd.
471997N OH | Ashtabula| Saybrook 1331 4930 ({State Route 45
471998V OH Ashtabula| Saybrook 134 340 {Depot Rd
472001J OH Ashtabula| Saybrook 1347 170 |Brown Rd.
472004E OH Ashtabula | Saybrook 136 8 740 [Myers Rd

4720051 OH Ashtabula| Geneva 137.9 | 2020 |Centennial Rd

472007A OH Ashtabula| Geneva 1382 2110 |[Sherman St

472008G OH | Ashtabula| Geneva 138 4 7320 |Broadway Ave (SR 534)
472009N OH | Ashtabula| Geneva 1386 1400 |Eagle Ave. ’

472010H "OH | Ashtabula] Geneva 1388 120 |[Chestnut St
472011P OH Ashtabula| Geneva 139 3 260 |West St
472012W OH Ashtabula| Geneva 140 230 |Walter Main Rd
472013D OH Lake | Unionville | 1415 2810 |County Line Rd
4720158 OH Lake Madison 143 510 |BatesRd.
472017F OH Lake Madison 143 9 8810 |Lake St (SR 528)
472018M OH Lake Madison 1452 890 |DaytonRd

- 472023J OH Lake Perry 146 3 101 Wood Rd
472024R OH Lake Perry 146 9 1120 {Townline Rd.
472025X OH Lake Perry 1475 | 570 |DavisRd
472026E OH Lake Perry | 1487 1190 |Main St
472027L OH Lake Perry 148 9 450 |MapleSt.
472028T OH Lake Perry 149.7 1360 |Shepard Rd.

4720300 OH Lake Perry 151.4 1250 |LaneRd
472031B OH Lake Painesville 152.3 1090 |Park Rd.
472032H OH Lake Painesville 152.5 3590 |Madison Ave
472033P OH Lake | Painesville 153.9 1830 |Riverside Dr.
4720350 OH ~ Lake | Painesville 154 4 2320 |Bank St.
472036K OH Lake Painesville 1545 2990 |[State St. (SR 4 & 86)
472039F OH Lake Painesville 1549 7580 |Liberty St.
472040A OH Lake Painesville 155.9 5980 [Chestnut St
472044C OH Lake | Painesville| 1564 19260 [Mentor Ave (US 20)
472045) | OH Lake | Painesville 156.9 5230 |Jackson St.
472046R OH Lake ‘Mentor 158 6 6360 |Heisley Rd

Page 7 of 13

AD-A-53



ASHTABULA TO CLOGGSVILLE
(public at-grade crossings)

AD-A-54

472048E OH Lake Mentor 159 4 5460 |[Hopkins Rd.
472263R OH Lake Mentor 159.7 250 |Patterson Dr.
472050F OH Lake Mentor 160.3 2100 |Station St.
472051M | OH Lake Mentor 160.4 870 |Maple St.
472052U OH Lake Mentor 160.5 2850 [Hart St.
472055P OH Lake | Willoughby 164 2 4380 |Pelton St.
472056W OH Lake | Willoughby 164.8 8570 |Erie St.
472060L OH Lake | Willoughby 165.1 260 |Church St.
472062A OH Lake | Willoughby ~ |Beilder Rd.
472064N OH Lake | Willowick 168 6164 |E 305th/Rush Rd
472068R OH Lake Wickliffe 1695 | 7400 |[Lloyd Rd (SR633)
4720708 OH Lake Wickliffe Depot Rd.
472089J OH Cuyahoga| Euclid 173.4 4770 [Chardon Rd
472093Y OH Cuyahoga| Cleveland 173.8 15430 |Dille Rd.
4720978 OH Cuyahoga| Cleveland 174.9 3770 |[Wayside Rd
472098H "OH Cuyahoga| Cleveland 175 5310 [London Rd
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BEREA TO VERMILION
(public at-grade crossings)

AD-A-55

Crossing | State | County City Milepost ADT Highway Street
524047V OH |Erie Vermilion 022357 176 |[TR 143 Risden Rd.
524046M OH |Erie Vermilion 022256 430 |TR 147 Coen Rd.

- 524045F OH |[Erie Vermilion 022168 870 |[City St. Adams Rd
524044Y OH |Erie Vermilion 022125 620 (City St Decatur St.
5240438 OH {Erie Vermilion 022118 340 |City St, Perry St.
524042K OH  lErie “|Vermilion 022114 310  |City St. Washington St.
6524041D | OH |Erie Vermilion 022106 2030 |[City St. Grand St.
524040W OH  |Erie Vermilion 022090 5630 |SR 60 Division St. or Main St.
524037N OH  |Erie Vermilion 022034 2100 |[City St. River Rd. or Vermilion Rd.
523882R OH  |Lorain Vermilion 021777 480 |City St Sunnyside Rd.
523879H OH {Lorain Amherst 021570 g0 |[TwpP Cooper Foster Rd.
5238788 OH |Lorain Ambherst 021546 90 City St Crosse Rd.
523868V | OH |Lorain Amherst 021220 950 Dewey Rd.
523866G OH |Lorain Amherst 021161 1540 |[TWP 38 Oberlin Rd.
523864T OH lLorain Ambherst 021025 2450 [CR West Ridge Rd.
523861X OH {Lorain Elyria 020942 2660 (TWP ~ {Murray Ridge Rd
5238518 OH [Lorain Elyria 020595 5060 |City St. Olive St.
523850K OH jLorain Elyria 020551 2650 |[City St. Abbe Rd.
523848J OH {Lorain Elyria 020376 | 750 |City St. Race Rd.
523847C OH lLorain  |North Ridgeville 020330 880 |City St Maddock Rd.
523846V OH |Lorain North Ridgeville 020244 4170 |SR 83 SR 83
523845N OH  |Lorain North Ridgeville 020167 3120 |[City St. Root Rd.
523844G OH  |Lorain North Ridgeville 020136 1000 |City St. Chestnut Ridge

OH |Cuyahoga |Oimsted Falls 019975 Bronson Rd.
OH |Cuyahoga|Oimsted Falls 019855 " |Stearns Rd
OH [Cuyahoga|Olmsted Falls 019750 Fitch Rd.
OH |Cuyahoga|Olmsted Falls 019686 Mapleway
OH |Cuyahoga|Olmsted Falls 019675 Brookside
523836P OH |Cuyahoga|Olmsted Fails 019639 10700 |SR 252 Columbia Rd (SR 252)
OH |Cuyahoga|Berea 019610 Lewis Rd '
Page9of 13




CP-180 TO BEREA
(public at-grade crossings)

Crossing

State

County City Milepost| ADT Highway Street
523941R OH |Cuyahoga |Berea 019357 4930 [SR 237 Front St.
523940J OH  |Cuyahoga|Brook Park | 019315 5060 |City St. Sheldon Rd.
523937B OH Cuyahoga |Brook Park 019254 7690 |[City St.. Eastland Rd.
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CLOGGSVILLE TO CP-190
(public at-grade crossings)

There are no public at-grade crossings along this segment.
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VERMILION TO CLOGGSVILLE

(public at-grade crossings)

Crossing| State County City Milepost ] ADT Highway Street
876686.J OH Erie Vermilion 220.9 100 Douglass St.
472306G OH Erie Vermilion 220.6 6260 Water St.
472300R OH Lorain Vermilion 218.7 3230 Overlook Rd.
472299Y OH Lorain Vermilion 218.2 560 Woodside Rd.
472296D OH Lorain Lorain 214.8 0 Beaver Park Rd.
472293H OH Lorain Lorain 2122 9660 |SR 58 Leavitt Rd. (SR 58)
472292B OH Lorain Lorain 211.3 11060 Oberlin Ave.
472291U OH Lorain Lorain 210.9 3670 Washington St.
472290M OH Lorain Lorain 210.7 650 Long St.
4722897 OH Lorain Lorain 210.6 3700 Ried Ave.
472286X OH Lorain Lorain 209.9 6270 Colorado Ave.
472284 OH Lorain Lorain 209.4 3483 Kansas Ave.
472283C OH Lorain Lorain 208.9 3520 Missouri Ave.
472282V OH Lorain Lorain 208.4 1660 Euclid Ave.
472281N OH Lorain Lorain 208.1 1797 Root Rd.
472278F OH Lorain Sheffield 207.2 2160 Lake Breeze Rd.
472277Y OH Lorain Sheffield 206.1 2490 Harris Rd.
472269G OH Lorain | Avon Lake 204.4 5110 Miller Rd.
A472268A OH Lorain | Avon Lake 203.7 4410 Moore Rd.
472258U OH Lorain | Avon Lake 202.3 6700 ISR 83 Avon Center Rd. (SR 83)
472257M OH Lorain | Avon Lake 201.2 610 Jaycox Rd.
472256F OH Lorain | AvonlLake | .200.7 610 Naigle Rd.
472252D OH Cuyahoga| Bay Village 199 5670 Bradley Rd.
A472250P | OH Cuyahoga} Bay Village 198.7 240 Basseft Rd.
472249V OH Cuyahoga| Bay Village | 197.4 3110 Cahoun Rd.
472248N OH Cuyahoga| Bay Village | 197.2 7630 Dover Center Rd.
4722457 OH Cuyahoga| Bay Viilage 196.2 11320 |SR 252 SR 252\Columbia Rd.
472241R OH Cuyahoga| Rocky River] 193.8 2340 Elmwood Rd.
472240J OH Cuyahoga| Rocky River| 193.6 4520 . Wager Rd.
472239P OH Cuyahoga| Rocky River] 193.3 960 Morrows St.
4722378 OH Cuyahoga| Rocky River{ 192.9 2090 Linda St.
472230D OH Cuyahoga| Lakewood 191.8 2350 Webb Rd.
472219D OH Cuyahoga| Lakewood 191.6 1880 Granger Ave.
472218W OH Cuyahoga| Lakewood 191.6 1330 Bonnieview Ave.
472217P OH Cuyahoga) Lakewood 191.6 1150 Edwards Ave.
472216H OH Cuyahoga| Lakewood 1914 960 Ethel Ave,
4722158 OH Cuyahoga| Lakewood 191.4 670 Hall Ave,
472214U OH Cuyahoga| Lakewood 191.3 720 Westlake Ave,
472213M OH Cuyahoga| Lakewood 191.3 1070 Cranford Ave.
472212F OH Cuyahoga| Lakewood 191.2 1120 Brockley Ave.
472211Y OH Cuyahoga| Lakewood 191.1 1570 Summit Ave.
4722108 OH Cuyahogal Lakewood 191.1 1380 Lakeland Ave.
472209X OH Cuyahoga| Lakewood 190.9 1040 Andrews Ave.
472208R OH Cuyahoga| Lakewood 190.9 900 Gladys Ave.
472207J OH Cuyahoga| Lakewood 190.8 2440 Cook Ave.
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VERMILION TO CLOGGSVILLE
{public at-grade crossings)

472206C| OH |Cuyahoga| Lakewood | 190.7 3000 Warren Rd.
472205V] OH |[Cuyahoga] Lakewood 190.7 1090 St.Charles Ave.
472204N OH Cuyahoga] Lakewood 190.6 4030 . |Belle Ave.
472203G OH |Cuyahoga| Lakewood | 1905 1460 Marlowe Ave,
472202A| OH |Cuyahoga] Lakewood | 1904 | 1930 Manor Park
A72201T OH Cuyahoga| Lakewood 190.2 5300 Bunts Rd.
4722001 OH Cuyahoga| Lakewood 190.1 1990 Giel Ave.
472199U OH  |Cuyahoga| Lakewood | 189.9 4080 “[Nicholson Ave.
472198M OH |Cuyahoga| Lakewood | 189.8 480 Thoreau Ave.
472197F OH Cuyahoéa Lakewood 189.6 2920 Cove Ave.
472196Y OH |Cuyahoga| Lakewood | 189.5 700 Beach Ave
4721958 OH _ |Cuyahoga| Lakewood 189.5 770 Fry Ave.
472194K OH |Cuyahoga| Lakewood 189.3 2180 Hird Ave.
472192W OH Cuyahoga| Cleveland 189.3 15610 West 117 St.
472191P OH |Cuyahoga| Cleveland 189.2 2570 West 116 St
472190H OH |Cuyahoga| Cleveland | 189.1 370 [West 114 St
472189N OH Cuyahoga| Cleveland 189 750 West 112 St.
472188G OH [Cuyahoga| Cleveland 188.9 1520 West 111 St
472187A OH Cuyahoga| Cleveland 188 8 5970 West 110 St.
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ATTACHMENT B

AIR EMISSIONS

Revised Cloggsville Connection
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PART III - CLOGGSVILLE CONNECTION CONSTRUCTION

1.0 PROJECT DESCRIPTION

This part of the NS mitigation proposal for Greater Cleveland and vicinity provides an
analysis of the potential environmental impacts associated with the proposed construction and
improvements to upgrade existing rail lines and facilities between Cloggsville and CP-190 in
order to create a new main line route between those two points. The project area is located in the
western part of the City of Cleveland and in the City of Brooklyn in Cuyahoga County, Ohio
(Figure III-1A and B). This part of the mitigation proposal consists of four sections. This
Section 1 contains a description of the proposed construction. Section 2 contains a description of
the existing environment in the proposed construction project area. Section 3 contains a
description of the potential environmental impacts related to the proposed construction. Section
4 lists the references used for this part of the mitigation proposal.

The proposed construction and improvements addressed in this Part III are described herein
as the “Cloggsville Connection.” It would involve the development, through construction and
upgrades, of a new main line route between the existing Conrail main line (DEIS segment
number N-293) and the existing NS Nickel Plate rail line (DEIS segment number N-080).! This
new main line route would be between Cloggsville and CP-190, and would consist of a double-
track line. The proposed main line route would allow for 40 mile per hour through train
movements between the Nickel Plate main line and the Conrail main line. Train traffic on the
Nickel Plate moving west via Ashtabula and Cleveland could be rerouted onto the Cloggsville
Connection route at Cloggsville, proceed southwest to CP-190 via CP-Short, then connect to the
Conrail mainline at CP-190 and travel southwest to Berea, and then continue west to Vermilion
(and the reverse). The Cloggsville Connection would allow NS trains traveling between
Cloggsville and Vermilion to bypass the Nickel Plate Line through the Edgewater-Cudell, Ohio
City and Detroit Shoreway neighborhoods in Cleveland and the western suburbs of Lakewood,
Rocky River, Bay Village and Lorain.

Virtually all of the proposed new main line routing between Cloggsville and CP-190 would
involve construction and upgrades within the existing Flats Industrial Track (DEIS segment

' Another essential component of the revised Cloggsville Connection mitigation proposal
construction project would involve the construction of a double connection at Vermilion (instead
of the single connection proposed in NS’ original Operating Plan). The Vermilion double
connection construction project is addressed separately in Part IV of this report.

Revised Cloggsville Connection 1I1-1
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number N-074) right-of-way, allocated to NS post-Transaction, and within other railroad
property and right-of~-way. Only approximately 2.7 acres of additional property would need to be
acquired for this proposed construction project.

At Cloggsville, on the northeastern end of the proposed new main line routing, realignment
and reconstruction of the existing connection between the NS Nickel Plate and the Cleveland
Belt line would be required (Figure I1I-2). This site is in an urban area bordered on the north by
the existing Nickel Plate main line (N-080) and east/west-oriented railroad communication lines;
on the south by the Metalcrete Manufacturing Company building, the foundation of the former
Fosters City Foundry, east/west-oriented electric power lines and Train Avenue; on the east by
the West 25th Street overpass; and on the west by the existing Flats Industrial Track (N-074).
The proposed connection realignment would diverge from the existing east/west-oriented Nickel
Plate line, curve toward the southwest and connect with the existing northeast/southwest-oriented
Flats Industrial Track. This realignment would be southwest of the existing connection between
the Nickel Plate and the Flats Industrial track. The realignment would require the acquisition of
approximately 2.7 acres for new railroad right-of-way and for the construction of a new Train
Avenue railroad bridge. There would be a new double-track bridge constructed over Train
Avenue with a new double track approach ramp constructed as well.

The existing Flats Industrial Railroad trackage from “Knob” to Cloggsville would become
redundant under the proposal. In order to maintain efficient interchange with the Flats Industrial
Railroad, a new 30 car-length connecting track would be constructed at Cloggsville. Existing
bridges over Clark and West 65™ Streets would be either rehabilitated or replaced, depending on
their condition. Unrestricted clearance would be provided at the overhead bridge at Dennison
Avenue.

Additional construction at the Knob would be required to install a double No. 20 crossover
and No. 15 switches to supply operational flexibility in obtaining access to the Cleveland Belt
Line and the Campbell Road Yard.

At CP-Short, the existing track layout would be reconfigured to allow the addition of the
new double main track. The reconfiguration would maintain access to Parma (via the CSX Short
Line) and provide sufficient pullback capability for switching operations at Rockport Yard. The
existing rail crossing at CP-Short would be removed, providing greater alignment flexibility for
the main line tracks.

Revised Cloggsville Connection I1-4
AD-A-69



ITHASDDOTO
1% INJWNDITY3Y
NOILO3NNOD 3S0d0Hd
3JHL 40 NOILYS01 vHINID
2-111 aunbid

000°L = .} 8[eSS
ejewwixoddy

uonoeuuo) peubiieer BNRNANANR
Aep-10-1yBid Bupsixa LILIA BUIT 1Eld MeN Jo pepeiGdn N I N

NOILYIQT ITNVETYND V1o

e

pusbai
_qu..
3

“.

a ¢ = Vi

|3 putici8Aeid

+iB §
;o ) l\m
ﬁ ﬁaﬁ ) w _.eqmuﬂ : @ J eqnsBioln
! ey
) 2ol Q Y
N\ lLirdl = 5 a
2 v 3
| /3)esn
C
x@a ‘
v, O Y Y
/ |
VAN 0 RIEEE
— NV .H e
L) > ”l . ,‘
* — |
N we Var S
9 ’Wﬁ\\ \.\ , BN /,, A Pa

AD-A-70




At Rockport Yard, the No. 3 main track would be upgraded to Norfolk Southern main line
standards. The No. 3 main track is currently utilized as a yard bypass/runner and is not used for
switching operations. A second main track would be constructed parallel to the No. 3 main track
along the north side of Rockport Yard. Power switches and a crossover would be added to
provide Yard access from the east leg of the wye. A new double-track roadbed would be
constructed from the east end of the wye to CP-190. This would tie into the existing Conrail
Chicago Line east of the existing control point. The new roadbed would pass through an
undeveloped area below the I-71/1-480 highway interchange, which area is presently owned by
Conrail and the State of Ohio. Construction of an additional single track span over W. 150"
Street may also be required. The culvert that transports creek water under Rockport Yard west of
W. 150™ Street would be extended northward as required.

Finally, at CP-190 the existing control point would be reconfigured to provide unrestricted
operation to and from the new double-track main line, the Conrail Chicago Line, Rockport Yard
and the Ford Assembly Yard. Figure I1I-3 depicts areas of construction in the vicinity of
Rockport Yard and CP-190.

Construction of the proposed project may require relocation of some electric power line
structures.

NS’ construction specifications and procedures meet or exceed the practices recommended
by the American Railway Engineering Association (AREA). The entire length of the proposed
connection would involve either new construction or upgrading existing track. Recycled rail may
be used where practicable. New ties, subgrade, subballast, and ballast materials would be used
for the roadbed. A typical cross-section is provided in Figure I1I-4, and the design specifications
for the project are set out in Figure I1I-5 below.

II1-6
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Figure I11-5
Design Specifications for the Proposed Cloggsville to CP-190 Routing

Maximum train speed Would vary at different sections of the line segment based on

the final design

Maximum curvature

4 degrees, 0.0 minutes

Maximum grade

0.60 percent

Minimum weight of rail

136 pounds per yard

Tie lengths

8 feet, 6 inches

Grade of ties

4and 5

Ties per mile

3,168 (20" on center)

Ballast depth 12 inches
Minimum subballast depth 12 inches
Minimum subgrade width 32 feet

Minimum depth of ditches

1 foot, 0 inches

Maximum side slopes

2 horizontal : 1 vertical

Maximum cut

3 feet

Maximum fill

3 feet

The topography along the proposed construction area is generally level. Only minor
grading would be required to prepare the roadbed outside of the existing right-of-way. Fill would
be required to construct the railbed for the new connection realignments at Cloggsville and west
of Rockport Yard. Grading activities typically consist of:

. removal and disposal of vegetative and non-vegetative debris

. excavation and compaction of existing material to achieve desired subgrade
elevation in cut sections

. placement and compaction of borrow material as required to achieve desired
subgrade elevation in fill sections

. placement of compacted subballast layer upon finished subgrade

111-9
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. recontouring of property and ditches as required to ensure drainage, and
. seeding and mulching of all areas in which existing ground is disturbed

The width of the new right-of-way required for the new main line and realignments would
be approximately 40 feet. The proposed new or upgraded track would be parallel to existing rail
lines within the Flats Industrial Track right-of-way and spaced at a perpendicular distance of 15
feet from the centerline of the existing adjacent rail line to the centerline of the subject rail line.
This line would parallel existing Flats Industrial Track rail lines until it would diverge from the
existing right-of-way north of Rockport Yard to connect with the Chicago main line
approximately 1,500 feet west of Rockport Yard.

The exact labor force required and the duration of construction have not been determined,
but the project is expected to require 10 to 15 people, and take up to 18 to 24 months to
complete. It is expected that the work would be done during normal working hours. Borrow
material for the project would be obtained from local sources and hauled to the construction site
by rail or truck. It is planned that construction activities would be performed either by qualified
contractors working for NS or by NS employees. The project would be advertised in recognized
trade journals and bids solicited in accordance with NS” Corporate Standard Procedures.

Portions of the track and signal work would be performed by NS’ existing Maintenance of
Way and Structures (MW&S) and Signal and Electrical Department maintenance and
construction crews. No new NS positions are anticipated to be created specifically for this
project.

I1-10
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2.0 EXISTING ENVIRONMENT

This section provides a description of the existing environment of the proposed project site
and surrounding vicinity. Information regarding the natural and human resources within and
adjacent to the project area is included in this chapter. This narrative is based on literature
review, field reconnaissance, and consultations with Federal, state, and local agencies on other
projects associated with the Conrail Transaction in the vicinity of the proposed project.

2.1 Land Use
2.1.1 Existing Land Use

The proposed project area is within the Cities of Cleveland and Brooklyn in Cuyahoga
County, Ohio. Land around the proposed construction site in Cleveland is zoned as General
Industrial. Short portions of the existing rail line have adjacent residential areas. The north end
of the project site, the area for the realignment of the Cloggsville Connection, is bordered on the
north by the existing Nickel Plate main line and east/west-oriented railroad communication lines;
on the south by the Metalcrete Manufacturing Company building, the foundation of the former
Fosters City Foundry, east/west-oriented electric power lines and Train Avenue; on the east by
West 25th Street overpass; and on the west by the existing Flats Industrial Track. Small areas
west of the former Fosters City Foundry foundation contain vegetation characteristic of disturbed
areas. The middle section of the proposed double main line connections between Train Avenue
and Rockport Yard, the new Rockport Yard Bypass and the reconfiguration of the connection at
CP-190 would be constructed in existing right-of-way. The south end of the proposed project
site is bordered on the east by Rockport Yard and on the west by the Conrail main line. A
potential wetland on existing railroad property is west of Rockport Yard and east of the Conrail
main line.

2.1.2 Physiography

The topography of the proposed project area slopes from the southwest at an elevation of
approximately 780 feet above mean sea level to the northeast at an elevation of 650 feet above
mean sea level (USGS, 1973). A slight depression exists between Rockport Yard and CP-190.
The general drainage pattern for Cuyahoga County is from south to north. Cuyahoga County is
cold and snowy in winter and warm in summer. Northern areas nearest the lake are markedly
cooler than the rest of the county in summer. Average daily minimum temperatures are
commonly 22 degrees Fahrenheit in winter and average daily maximum temperatures are
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commonly 81 degrees Fahrenheit in summer. July is the warmest month and January is the
coolest. Precipitation is highest in June and lowest in February. The average annual
precipitation is 35.40 inches (SCS, Cuyahoga County, 1980).

2.1.3 Soils

All of the proposed construction site is within areas of previously disturbed soils. The
proposed project would cross six soil types -- Urban land, Urban land oshtemo complex
undulating, udorthents loamy, Urban land elnora complex nearly level, Mitiwanga urban land
complex undulating, and Mahoning silt loam. None of these soils are considered prime farmland
or hydric soils. However, the Mahoning silt loam could have hydric components where
depressions and flats occur (SCS, Cuyahoga, 1980).

2.1.4 Coastal Zone

None of the proposed project area is within a coastal zone.
2.2  Water Resources

2.2.1 Groundwater

Surficial aquifers are the principle sources of potable water in the northern half of
Cuyahoga County, Ohio. These aquifers vary in thickness and consist of coarse gravel and sand.
Wells along streams and rivers have a depth between 25 and 200 feet and will yield 100 to 500
gallons per mimute (USGS, Groundwater Atlas of the U.S., #10, 1995). In the vicinity of the
proposed construction site, ground water generally flows from southern recharge areas toward
northern discharge areas.

2.2.2 Surface Water

Surface water in Cuyahoga County generally drains from south to north. No surface water
resources are present within 500 feet of the proposed construction site. The closest surface water
resource in the project vicinity is the Cuyahoga River, which is 3,500 feet northeast of the
proposed construction site.

The National Wetland Inventory (NWI) map of Lakewood, Ohio was used to identify
potential wetlands in the project area. According to the NWI map, there are no wetlands in the
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project area. The soils crossed by the proposed construction are not classified as hydric soils;
however, the Mahoning silt loam could have hydric components where depressions and flats
occur (SCS, Cuyahoga County, 1980). Potential wetlands were noted during the site visit in the
area of the CP-190 connection realignment in railroad right-of-way. The primary soil type at CP-
190, where a depression and a potential wetland occurs, is Mahoning silt loam.

Federal Emergency Management Agency (FEMA) maps for the area show that the
proposed project area is not within the 100-year floodplain.

2.3 Biological Resources

2.3.1 Vegetation

Vegetation in the proposed project area is typical of disturbed areas in northern Ohio.
Specific species of vegetation identified in the project area include eastern cottonwood (Populus
delioides) catalpa (Caltalpa speciosa), elm (Ulmus spp ), trampet honeysuckle (Lonicera
sempervirens), goldenrod (Salidago spp ), common ragweed (Ambrosia artemisiifolia), Queen
Anne’s Lace (Daucus carota), redtop (Agrostis alba), Timothy (Pheleum pratense), Kentucky
bluegrass (Poa pratensis), pokeweed (Phytolacca americana), and sedges.

2.3.2 Wildlife

Wildlife habitat found on and adjacent to the proposed construction site is limited to
narrow strips of deciduous trees and shrubs adjacent to the existing rail right-of-way. This area
provides suitable habitat for a variety of insects, small birds, and small mammals. Wildlife
species that were identified during a site visit included the northern cardinal (Cardinalis
cardinalis), blue jay (Cyanocitta cristata), American robin (Turdis migratorius), European
starling (Sturnus vulgaris), field sparrow (Spizella pusilla), mourning dove (Zenaida macroura),
rock dove (Columba livia), fox squirrel (Sciurius niger) and eastern cottontail (Sylvilagus
Sfloridanus). Additional wildlife species that are expected to be found in this urban setting
include the house mouse (Mus musculus) and deer mouse (Peromyscus maniculatus), common
sulfur butterfly (Colias philodice), and the golden northern bumble bee (Bombus fervidus).

2.3.3 Threatened and Endangered Species

The U.S. Fish and Wildlife Services (USFWS) and the Ohio Department of Natural
Resources (DNR) were contacted regarding threatened and endangered species in the area of the
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proposed rail line construction at Cleveland. The USFWS responded that the proposed project is
within the range of the Indiana bat (Myotis sodalis), peregrine falcon (Falco peregrinus) and
piping plover (Charadrius melodus), Federally listed endangered species. The USFWS also
stated that the type of habitat in the proposed project area is not typically associated with these
species. The Ohio DNR stated that it did not anticipate any significant, adverse environmental
impacts to result from the construction of the proposed project.

2.3.4 Parks, Forests, Preserves, Refuges and Sanctuaries

Thrush Park is within 1,000 feet of the proposed construction site between West 105th
Street and West 107th Street. It contains three ball diamonds, two basketball courts, playground
equipment, and a large open field. No other parks, forests, preserves, refuges or sanctuaries are
located within 1,000 feet of the construction site.

24 Air Quality

According to 40 CFR 81, Cuyahoga County is classified as nonattainment (moderate) for
PM-10, maintenance (moderate) for ozone and maintenance for CO. Portions of Cuyahoga
County are also classified as nonattainment for SO,. All of the propbsed construction is within
the part of Cuyahoga County that is nonattainment for SO,. Current sources of emissions in the
project area include locomotives and other motorized vehicles and light industrial facilities.

2.5 Noise

Rail, automobile and truck traffic are the primary sources of noise in the area of the
proposed rail line construction. The 70 dBA L, contour for the existing Flats Industrial Track
extends 65.9 feet perpendicular to the centerline. No residences, schools, churches, hospitals,
nursing homes or libraries are within the existing 70 dBA L, contour that extends perpendicular
to the centerline of the existing Flats Industrial Track.

2.6 Historic and Cultural Resources

Records at the Ohio State Historical Preservation Office (SHPO) were reviewed to
determine if previously identified cultural resources are located in the project construction area.
No known structures in the proposed project area were listed on the National Register of Historic
Places (NRHP). The former Fosters City Foundries Company and Walworth Run Foundry at
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Filmore Avenue and 27th Street has occupied this site from 1896 through at least 1982. The
foundry has since ceased operations and the buildings have been demolished.

2.7 Transportation and Safety

The existing rail transportation network in the project vicinity consists of the Nickel Plate
main line that crosses the existing Conrail Flats Industrial Track and the existing Conrail main
line (both Conrail lines would be operated by NS post-Transaction). A total of 13.5 trains per
day currently operate over the NS’ Nickel Plate rail line (1995 Base Case), 2 trains per day
currently operate over the Flats Industrial Track and 48.4 freight and 4 passenger trains per day
currently operate over the Conrail main line.

2.7.1 Grade Crossings

No at-grade crossings currently exist within the existing right-of-way proposed for the
Cloggsville Connection.

2.7.2 Hazardous Waste Sites

Review of the appropriate environmental data bases by Environmental Data Resources,
Inc. and the results of a Phase I environmental site assessment indicated the following
environmental conditions in the general vicinity of the proposed project area (e.g., along the
Conrail Flats Industrial Track):

. Four RCRA Treatment, Storage, and Disposal Facilities (TSDFs) are located within
1 mile of the rail corridor.
. One CERCLIS site is located less than 0.5 mile north of the Conrail line near the

intersection of 58th Street and Lorain Avenue.

. A Solid Waste Facility Transfer facility operated by the City of Cleveland is located
approximately 0.5 mile south of the Conrail rail lines on Ridge Road.

. Seven Ohio hazardous waste sites are located within 1 mile of the Conrail rail line.

. Five RCRA Corrective Action (CORRACTS) sites are located within 1 mile of the
Conrail rail line.

. Sixty-four leaking underground storage tank (LUST) sites are located within 0.5
mile of the Conrail rail line. Thirty-six of these are north of the right-of-way;
twenty-eight are south.
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. Auto dismantling and scrap metal recycling operations were observed on properties
north and south of the Linndale yard.

. Numerous spills of hazardous materials have been reported at the trucking
companies located on Industrial Parkway, just north of Rockport Yard. Released
material could have potentially flowed to the drainage ditch located south of these
properties and immediately adjacent to the Conrail right-of-way.

The EDR database search revealed 22 unmappable sites within the city limits of Cleveland.
These sites could not be located because of poor address or geocoding information provided to
the state and/or Federal databases. Three of the 22 unmappable sites were underground storage
tanks (UST) within one-half mile of the proposed main line connection construction. No other
hazardous waste sites or known environmental conditions were identified in the vicinity of the
proposed main line connection construction.

2.8 Community Demographics

In order to study the effects of the proposed construction on the population in the vicinity
of the project, information on racial composition and average income level in the area was
obtained from the U.S. Census Bureau 1990 CD-ROM and other statistical sources.

2.8.1 General County Information

The proposed project would be in Cuyahoga County, Ohio. The Cloggsville Connection
route would be within the city limits of Cleveland and Brooklyn. Cleveland is an incorporated
city with a 1990 population of 505,616. It is the largest city in Cuyahoga County and the county
seat. Brooklyn is also an incorporated city with a 1990 population of 11,706. Population data
for Cleveland and Brooklyn are provided below in Figure I11-6.

Figure I11-6
Population of Cleveland and Brooklyn, Ohio
1994 1990 1980
Cleveland 492,901 | 505,616 573,822
Brooklyn Not Available 11,706 12,342
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2.8.2 Information on the Area Surrounding the Proposed Project

An estimated 60,035 people reside within 1,000 feet of NS line segments in the City of
Cleveland. Of that total, 35 percent are minorities and 39 percent are classified as low income.
The minority share of the population residing within 1,000 feet of NS rail line segments in the
City of Cleveland is significantly lower than that of the City as a whole (35 percent versus 52
percent). The low-income share of the population residing within 1,000 feet of NS rail line
segments in the City of Cleveland is somewhat higher than that of the City as a whole (39 percent
versus 29 percent). In general, the demographics of populations residing near NS rail line
segments in the City of Cleveland reflect the demographics of the City as a whole. Figure III-7
compares the demographics of populations residing within 1,000 feet of NS rail line segments to
the demographics of the entire City of Cleveland, City of Brooklyn and the proposed Cloggsville
Connection construction and realignments.

Figure II1-7
Demographic Comparison of Populations Residing in the City of Cleveland,
the City of Brooklyn, within 1,000 Feet of the Proposed Construction,
and within 1,000 Feet of All NS Line Segments*

Area within 1,000 feet of all NS rail
line segments in the City of 60,035 35% 39%
Cleveland

Area within 1,000 feet of Proposed
Construction: Cleveland 11,455 22% 32%
(Cloggsville) to CP-190

Entire City of Brooklyn 11,709 3% 6%

Entire City of Cleveland 512,403 52% 29%

* Figures are based on the results of the 1990 U.S. Census.
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3.0 POTENTIAL ENVIRONMENTAL IMPACTS OF THE PROPOSED ACTION

This Section provides a description of the potential environmental impacts of the proposed
connection.

Relevant governmental agencies were consulted for their comments on environmental
issues, permit requirements, and necessary approvals related to the proposed project. No
responses have yet been received. All agency responses will be forwarded to the Board upon
their receipt.

3.1 Land Use

After construction and upgrades between Cloggsville and CP-190, the Cloggsville
Connection would be comprised of approximately 39,600 feet of contiguous double-track main
line. The proposed project would result in minimal impacts to land use outside the existing right-
of-way. The properties for which NS is negotiating rights to allow the proposed construction are
disturbed parcels of land west of Cloggsville, once occupied by the Fosters City Foundry. The
proposed double-track main line connection at Cloggsville would only require the acquisition of
approximately 2.7 acres of land and the construction of a new Train Avenue double-track bridge,
50 feet south of the existing bridge. The new connection at Cloggsville would require
acquisition of new right-of-way for approximately 1,300 feet. Between the new Train Avenue
bridge at Cloggsville and Rockport Yard, a contiguous double-track main line would be created
within existing railroad right-of-way by a combination of rehabilitation of existing track,
reconstructing previously removed trackage, and minor or new construction on existing rights of
way. The proposed double mainline track would consist of parallel tracks spaced at a
perpendicular distance of approximately 15 feet from each track’s centerline. The reconfigured
connection between Rockport Yard and the Chicago main line would be constructed on existing
railroad property, have an approximately 46-foot wide rail bed and impact approximately 1.7
acres of potential wetland within existing railroad property.

No new land would be required to rehabilitate or replace the bridges at Clark Avenue or
West 56 Street.

There would be no loss of prime farmland within the proposed new right-of-way.
Temporary construction impacts to adjacent land from excavation, such as mixing of soil profiles
or soil compaction, are expected to be minor due to the small amount of land affected.
Furthermore, construction would be limited mainly to areas within existing rail right-of-way,
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within the minimal area required outside of existing rail right-of-way for connection
realignments, and the limiting of construction activities to the area within the right-of-way. The
proposed construction would not conflict with adjacent land uses or Cleveland zoning districts.

No construction activities would occur within a designated coastal zone or a 100-year
floodplain.

3.2 Water Resources

A description of potential impacts to groundwater and surface water resources in the
project vicinity are provided in this section.

3.2.1 Groundwater

The construction of the proposed main line connection would not have adverse impacts on
groundwater resources. Only a small amount of fuel and oil would be present on the site during
construction activities. Therefore, any potential leaks or spills could only involve small amounts
and would be cleaned up immediately. Any spill or contaminant release would be reported and
cleaned up in accordance with all Federal and state statutes and regulations. -

3.2.2 Surface Water

No surface waters would be crossed by the proposed project. Final project design would
consider local drainage patterns and ensure storm water drainage patterns are not altered by the
proposed project. Potential impacts from soil erosion resulting from cleared vegetation and
disturbed soil would be insignificant because Best Management Practices (BMPs) would be used
to control runoff and soil erosion. In addition, NS would restore disturbed areas through
reseeding.

National Wetland Inventory (NWI) maps of Cleveland South and Lakewood, Ohio were
used to identify potential wetlands in the proposed project area. According to the NWI maps,
there are no wetlands in the project area. The soils crossed by the proposed main line connection
are not classified as hydric soils (SCS Cuyahoga County, 1980). Although NWI maps did not
indicate the presence of wetlands and no hydric soils have been mapped for the project area,
preliminary indications from a site visit identified areas of potential wetlands in the area that
would be crossed by the realigned connection at CP-190. Up to 1.7 acres of potential wetland
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within existing railroad property could be impacted in this area. Ifit is determined to be a
wetland, NS would obtain all necessary permits.

Federal Emergency Management Agency (FEMA) maps for the area show that the
proposed project area is not within the 100-year floodplain.

3.3 Biological Resources

The following sections contain analysis of potential impacts to vegetation and wildlife
within the project area. )

3.3.1 Vegetation

Vegetation that would be lost due to construction of the proposed project would include
primarily common grasses and weeds located within the existing rail right-of-way. This
vegetation, which is typical of disturbed urban areas, is found in the 95 percent of the project area
that is within railroad right-of-way, or vacant lots containing the concrete foundation of the
demolished Fosters City Foundry. The remaining five percent of the project area includes
grasses, weedy annuals, shrubs (Cloggsville realignment), and a small woodlot (CP-190
realignment). None of the area is used for cropland. The proposed connection realignment at
CP-190 would impact woody vegetation of a wedge-shaped potential wetland, surrounded on all
sides by existing railroad right-of-way. Following construction, NS would reseed any disturbed
areas outside the subgrade slope.

3.3.2 Wildlife

No adverse impacts to wildlife populations are anticipated because the proposed
construction site is primarily within existing railroad right-of-way, and is entirely within an
urbanized area of the City of Cleveland and the City of Brooklyn. The proposed project would
require acquisition of approximately 2.7 acres of additional urban land. Wildlife habitat
impacted by the proposed project would be limited to recently disturbed urban land and the small
wooded area west of Rockport Yard. The limited wildlife within the project area would be
subject to sporadic disturbance because of noise and human activity generated during
construction activities.

Construction of the proposed main line and connection realignments could temporarily
displace local terrestrial wildlife because of increased noise from construction equipment.
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However, such disturbances would be temporary and are not anticipated to cause a major,
permanent, redistribution of resident species. The width of the right-of-way and low height of
rail should not pose a significant to the movement of wildlife. Limited mortality of small
animals may result during construction due to compaction of burrows and encounters with heavy
equipment.

3.3.3 Threatened and Endangered Species

The U.S. Fish and Wildlife Services (USFWS) and the Ohio Department of Natural
Resources (DNR) were contacted regarding threatened and endangered species in the area of the
proposed rail line construction. Both the USFWS and the Ohio DNR stated that they did not
anticipate any significant adverse impacts to threatened or endangered species as a result of the
proposed main line connection construction.

3.3.4 Parks, Forests, Preserves, Refuges and Sanctuaries

No potential impacts on parks, forests, preserves, refuges or sanctuaries are expected since
Thrush Park is the only park within 1,000 feet of the project and it is approximately 900 feet
from the existing Flats Industrial Track right-of-way.

3.4 Air Quality

Cuyahoga County is classified as nonattainment (moderate) for PM-10, maintenance
(moderate) for ozone and maintenance for CO. All of the proposed construction is within the
part of Cuyahoga County that is nonattainment for S0,. Only minor impacts to air quality are
expected as a result of the new main line construction and connection realignments of the
proposed project. The operation of heavy equipment would be the primary source of pollutant
emissions during construction activities. Such pollutants vary by the source and include:

. Particulate matter, volatile organic compounds (VOCs), carbon monoxide (CO),
and nitrogen oxide (NO) resulting from the combustion of diesel fuel, and

. Fugitive dust along the right-of-way and unimproved roads resulting from the
operation of heavy equipment.

During the construction phase, grading, excavation and placement of ballast and subgrade
could result in a temporary increase of fugitive dust. However, with appropriate mitigation
measures, such effects are expected to be minimal. Mitigation measures would include spraying
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road surfaces with a water truck or covering truck beds with tarps as necessary. Emissions from
construction and maintenance equipment engines would be localized and temporary during the
construction period and during maintenance activities. Emissions from construction and
maintenance equipment are not expected to reduce air quality.

35 Noise

Noise levels in the project area are expected to increase temporarily during construction.
Temporary noise increases would be caused by operation of vehicles and heavy machinery used
for grading, rail construction and similar activities. The impacts would only be of short-term
duration, occurring from approximately 7 a.m. to 5 p.m. and only during the expected
construction period. Since construction noise would occur during daylight hours and would be
short-term, noise impacts from construction are not expected to be significant.

3.6 Historic and Cultural Resources

No documented archaeological sites or historic properties are on or near the proposed
construction site.

3.7 Transportation and Safety

3.7.1 Grade Crossings

The proposed new main line construction and connection realignment would require the
construction of a new double main line bridge over Train Ave. 50 feet south to accommodate the
realignment of the Cloggsville Connection. The bridges at Clark Ave. and West 56" St. would
be rehabilitated or replaced. No at-grade crossings are along the proposed new main line
construction and connection realignment nor would any result from the proposed new main line
construction and connection realignments. Since there are no at-grade crossings along the
proposed route, no vehicular delays would result from the construction of the proposed
connection.

3.7.2 Hazardous Waste Sites

As discussed in Section 2.6.2, a review of the EDR database report and the results of a
Phase I environmental site assessment indicated that there were four TSD facilities, one
CERCLIS, one SWF, seven Ohio hazardous waste sites, five RCRA Corrective Action
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(CORRACTS) sites, and 64 LUST sites within one-half mile of the proposed construction and
realignment corridor. No other hazardous waste sites or known environmental conditions, e.g.,
NPL, CERCLIS, RCRIS-TSD, ERNS, SPL (SHWS), LUST or SWF/LF, Ohio Spills were
identified in the vicinity of the proposed new main line construction and connection realignment.
These findings are not uncommon for old industrial areas, and do not indicate the existence of
hazardous waste sites within the proposed project site.

The EDR database search revealed 22 unmappable sites within the city limits of Cleveland.
These sites could not be located because of poor address or geocoding information provided to
the state and/or Federal databases. Three of the 22 unmappable sites were underground storage
tanks (UST) within one-half mile of the proposed main line construction and connection
realignments.

Any hazardous waste sites identified within the project area during construction would be
addressed in accordance applicable federal and state regulations.

3.8 Community Demographics

There would be no significant adverse environmental effects as a result of the construction
of the proposed connection, and consequently no adverse environmental impacts to the
surrounding residents.

3.8.1 Potential Impacts to Minority Groups

As shown in Figure I1I-8 below, U.S. Census data indicates that the area surrounding the
proposed new main line contains a lower percentage of minority residents than does the Nickel
Plate route from Cleveland (Cloggsville) to Vermilion, or all the other NS segments in the
Cleveland area. These data indicate that construction of the proposed new main line and
connection realignments would not have a high or disparate impact on minority groups. This
conclusion is further supported by the absence of significant environmental impacts related to the
proposed Cloggsville Connection.
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Figure I11-8

Minority Composition of the Area Surrounding the Proposed Project
in the City of Cleveland, the Route Through Lakewood and
AIINS Line Segments in the Cleveland Area*

Cleveland

NS Line Seément Total Population within Share of P‘opulation
1,000 feet of tracks with Minority Status
Vermilion to Cleveland 12,762 25%
(Cloggsville) via Lakewood
Cleveland (Cloggsville) to CP-190 11,455 22%
All NS line segments in the City of 60,035 35%

* Figures are based on the results of the 1990 U.S. Census.

3.8.2 Potential Impacts to Low Income Groups

Data on economic levels in the area indicate that the population of the relevant census
block for Cleveland (Cloggsville) to CP-190 is more prosperous than that of the City as a whole
(see Figure 111-9). Census data indicate that the percentage of people living below the federal

poverty level in the vicinity of the new main line construction and connection realignments is
lower than the route through Lakewood or the total of all NS line segments in the Cleveland area.
These data indicate that construction of the proposed new main line and connection realignments

would not have a high or disparate impact on low income groups. This conclusion is further

supported by the absence of significant environmental impacts related to the proposed new main

line and connection realignments.
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Figure 111-9

Demographic Information on Populations Surrounding the Proposed
Project in the City of Cleveland, the Route through Lakewood
and AII NS Line Segments in the Cleveland Area*

Total Population Share of Population
NS Line Segment within 1,000 feet of Classified as Low
tracks Income

Vermilion to Cleveland (Cloggsville) 12,762 42%

via Lakewood

Cleveland (Cloggsville) to CP-190 11,455 32%

AIlI NS line segments in the City of 60,035 39%
Cleveland

* Figures are based on the 1990 U S. Census
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PART 1V - VERMILION DOUBLE CONNECTION CONSTRUCTION

1.0 PROJECT DESCRIPTION

This section provides an analysis of the potential environmental impacts associated with
the proposed construction of a double connection between the existing Vermilion to Oak Harbor
(DEIS segment number N-294) and Vermilion to Bellevue (DEIS segment number N-072) rail
lines near Vermilion, 40 miles west of Cleveland, in a rural area of Erie County, Ohio (see
Figure IV-1). The proposed double connection would allow trains to switch onto either line in
both east and west directions. A single connection at Vermilion was proposed in the original NS
Operating Plan and was analyzed in the Draft Environmental Impact Statement (DEIS) issued
December 12, 1997 (see Figure IV-2). The single connection would have allowed trains
traveling east on the Conrail line from Toledo, Ohio to be routed onto the NS Nickel Plate line to
Cleveland and would have allowed trains traveling west on the Nickel Plate to be routed onto the
Conrail line to Toledo. However, the proposed single connection would not allow westbound
trains on the Conrail line to be routed to the Nickel Plate and would not allow eastbound trains
on the Nickel Plate to be routed to the Conrail line. These latter routings are essential to the
revised Cloggsville Connection mitigation proposal, thus requiring a double connection to be
constructed at Vermilion as part of NS’ mitigation proposal. The proposed double connection (
alignment, as presented herein, would allow trains to cross over either rail line segment from
both directions, and would facilitate rerouting NS train traffic through Greater Cleveland and
vicinity.

As part of the DEIS, a thorough environmental assessment has been performed with
respect to the single connection at Vermilion proposed in the original NS Operating Plan.
Federal, state and local agencies were contacted for comments on the single connection
configuration and follow-up contacts are currently in progress for the double connection under
the revised Cloggsville Connection mitigation proposal.

The proposed design of the double connection at Vermilion includes approximately 7,950
feet of new rail line and would require approximately 18.3 acres, all of which would be used for
track. Of this total, approximately 6,150 feet would be on new railroad right-of-way, requiring
the acquisition of approximately 14.1 acres of land. The proposed construction site is surrounded
by cropland and Conrail and NS rail lines. The Conrail rail line from Vermilion to Oak Harbor
will be operated by NS post-Transaction.
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The proposed action would connect two parallel tracks that are approximately 2,100 feet
apart. The connection begins approximately 450 feet east of Risden Rd. and diverges from the
Conrail Vermilion to Oak Harbor line, turning south toward the at-grade crossing of Coen Rd.
and the NS Vermilion to Bellevue line. The new connecting line connects to the NS line
approximately 500 feet west of the at-grade crossing of Coen Rd., and follows existing NS tracks
for approximately 975 feet, crossing Coen Rd. The line then diverges north from the NS tracks
approximately 475 feet east of Coen Rd., connecting with the Conrail Vermilion to Oak Harbor
line approximately 2,000 feet east of Coen Rd.

1.1 Construction

The proposed construction site is located approximately 0.5 mile west of Vermilion in a
rural area of Erie County, Ohio. No modifications to existing structures are anticipated for
construction of this proposed railroad connection. The design includes approximately 7,950 feet
of new rail and would require the acquisition of approximately 14.1 acres of new railroad right-
of-way. The proposed construction site is rural, consisting primarily of cropland, strips of non-
native grasses, scrub brush and deciduous trees adjacent to the existing rail right-of-way. There
is also one woodlot, one narrow wetland area and a small intermittent stream which would be
crossed. The area is bordered on the north by Conrail double tracks (to be operated by NS post-
Transaction) and on the south by NS single tracks. Land to the east and west is primarily
cropland.

The proposed construction would affect one property. Approximately 11 acres from fields
currently in corn, wheat and soybean crop production and approximately 3.2 acres of a woodlot
would be affected. No other modifications would be required.

NS’ construction specifications and procedures meet or exceed the practices recommended
by the American Railway Engineering Association (AREA). The entire length of the proposed
connection would involve new construction. Recycled rail may be used where applicable. New
ties, subgrade, subballast, and ballast materials would be used for the roadbed. A typical cross-
section is provided in Figure IV-3. The design specifications for the project are set out in
Figure IV-4 below.

Revised Cloggsville Connection IVE4
AD-A-98



[[UBOIIA

NOILD3S-SSOHD TvOIdAL
€-Al ainbig

"ulByinog YjouoN ‘uoyioes peqpeoy fedidAl :J3OHNOS -

§ payndIs sy}

NWv130 HOLIQ Wwy38

‘§40y @DAR © PUNG O
D480 WSN "Ly O*O?QDIN

\l/llo:: PUNO LT (BNEON

‘pPEUMOLD 8Q 0§ §] epoJt-InS ;0 dOL ()

*$SOIDQ-QNE D&:20AWoD N
QJNGSIP 40U §SNW 4SDUDC 40 Dusdwoy (23

‘SUOLS 40 JUBWISD T4SD App-Bwj
‘AWl Yiiw PaZYqo4s @q Ao. apousb-ang

(Sepys .%op

suabuoygy
«3 0 &S
[T ¥ %]

+0 3pISINg)
[y
(@a4NY

K-S 0 +0 apysuly
NS

o2l 29

1IBY P3pioKk oy pesus?
34075 40 3003 3903 04 3L 0 ON3 WOH: HIGN 1SvTIvE

{» #S) H1QIK Y30TNOHS

NOILI3S AMD
NOILI3S TUS
o AIVHL NIYW 3TONIS
, ey
= W N §uoL U] B30 “BgDm 20405 §0 Dupuod
Uiim SeJJDA
— JURAGRID Q¢ ROF 0I5 "SUO PUCI DI =
n AQ PeANRSL SO DEZWACIS &Q ©f p0Jb-gNS
o 1 $.48407,9-2 W
[ @f o &3 i\ e *$SOI0Q-QNS PRLIOAWO] D)
o ..
1 ﬁto 90 /«__\ /V\ ) N
cz. & » N
g obz.bvo.. UOLIDI@ABY BUISIUS) 2 t \ ./o i
AP \ > ﬁ.!..llqlli.: W gy 34075
R 0 3 3075 o b
a5 L m
R "\ ofrl 1
[}

|

N v 3 —

NOILDTS GIGAvOos TVIIdAL

AD-A-99



Figure IV-4

Design Specifications for the Proposed Double Connection Near Vermilion, Ohio

Maximum train speed

40 miles/hour

Maximum curvature 4 degrees
Maximum grade 0 percent
Minimum weight of rail 136 pounds per yard

Tie length

8 feet, 6 inches

4 and 5

Grade of ties

Ties perrmile 3,168
Ballast depth 12 inches
Minixﬁum subballast depth 12 inches
Minimlrm‘; subgrade width 32 feet

Minimum depth of ditches

1 foot, 0 inches

Maximum side slopes

2 feet horizontal by 1 foot vertical

Maximum cut

0 feet

Maximum fill 1 7 feet

The topography along the proposed rail line is nearly level. The existing Conrail and NS
rail lines are elevated approximately 5-7 feet above the land which would be crossed by the
double connection. The proposed rail line would require a minor amount of fill to elevate the rail
line up to the level of the existing lines. Upon final design, an appropriate sized culvert would be
installed at the crossing of Sherod Creek to maintain flow of the intermittent stream. Also,
appropriate drainage culverts would be installed to maintain drainage flows through the area
crossed by the proposed rail line.

Grading activities would consist of:

. removal and disposal of vegetative and non-vegetative debris

. excavation and compaction of existing material as required to achieve desired
subgrade elevation in cut sections

. placement and compaction of borrow material as required to achieve desired
subgrade elevation in fill sections

. placement of a compacted subballast layer upon finished subgrade
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. recontouring of property and ditches as required to ensure drainage, and
. seeding and mulching of all areas in which existing ground is disturbed.

The proposed project would impact approximately 18.3 acres of land and would require a
NPDES storm water discharge construction permit. The threshold limit for requiring a NPDES
storm water discharge construction permit is impact to 5 or more acres. The right-of-way width
for the proposed construction would be 100 feet, centered on the rail line in most areas. The
proposed rail line would cross one intermittent stream, Sherod Creek, which is approximately
3-5 feet in width at the crossing. No roads would be crossed and no residences would be moved.

The exact labor force required and the duration of the construction have not been
determined, but the project is expected to require 10 to 15 people and up to 3 to 5 months to
complete. It is expected that work would be done during normal working hours. Borrow
material for the project would be obtained from local sources and hauled to the construction site
by rail or truck. It is planned that a majority of the construction activities would be performed by
qualified contractors working for NS. The project would be advertised in recognized trade
journals and bids solicited in accordance with NS’ Corporate Standard Procedures.

Portions of the track and signal work would be done by NS’ existing maintenance and
construction crews from its Maintenance of Way and Structures (MW&S) and Signal and
Electrical Department. No new NS positions are anticipated to be created specifically for this
project.

Based on preliminary site visits, construction of the proposed double connection at
Vermilion would not require raising or relocating any electrical distribution lines.

1.2 Operation

NS estimates an average of 11.6 trains per day on the portion of the proposed rail line
connection east of Coen Rd. and 0.9 train per day on the portion of the proposed rail line west of
Coen Rd. These movements would consist primarily of general merchandise and would
transport all types of freight over the double connection. Train movements on the line could
occur seven days a week during the day or night. Dispatching of trains would be dependent upon
train availability and traffic on the area rail system.
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2.0 EXISTING ENVIRONMENT

This chapter contains information on the existing environment of the proposed project site
and the surrounding vicinity. Information regarding the natural and human resources within and
adjacent to the project area is included in this section. This narrative is based on literature
review, field reconnaissance, and consultations with Federal, state and local agencies.

2.1 Land Use
2.1.1 Existing Land Uses

Erie County is approximately 67 percent agricultural. About 15 percent of the county is
woodland (USDA Soil Conservation Service, 1971). The proposed construction area is primarily
agricultural. The site is bordered on the north by the Conrail double track (DEIS segment
number N-294) and on the east by unincorporated portions of Erie County near the City of
Vermilion. The south side is the NS single track (DEIS segment number N-072) and the west
side is Risden Road. Land uses directly adjacent to the proposed site include rail and highway
uses, utility rights-of-way, cropland and residences. The area of the proposed construction site is
currently zoned light industrial west of Coen Rd. and rural residential east of it.

Land in the rights-of-way contains grasses and gravel ballast. Other features include
overhead communication lines bordering a portion of the northern edge of the NS right-of-way
and overhead electric distribution lines bordering the southern edge of the same right-of-way.
An overhead electrical distribution line borders the west edge of Coen Rd. and an overhead
electrical service line borders the east edge. Two underground fiber optic communication lines
border the northern edge of the Conrail right-of-way.

2.1.2 Physiography

The topography in the construction area is relatively level, with an elevation range of 600
to 610 feet above mean sea level (USGS, 1979). The existing Conrail and NS lines are elevated
approximately 5-7 feet above the adjacent land. Drainage ditches and culverts are present along
both sets of tracks to allow water to flow away from the elevated rail bed. Normal annual
precipitation is adequate for all crops suited to the temperature and length of the growing season
in the area. Average annual precipitation for Erie, Ohio is 34.15 inches of rainfall and 29 inches
of snowfall. The area climate is relatively cold in winter with an average temperature of 33
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degrees Fahrenheit and moderately warm and humid in the summer, with an average daily high
temperature of 81 degrees Fahrenheit (USDA Soil Conservation Service, 1971).

2.1.3 Soils

The proposed project site would cover three soil associations: Del-Rey-Lenawee
association (somewhat poorly drained to very poorly drained), Allis-Fries association (very
poorly drained to somewhat poorly drained), and Mahoning-Bogart-Haskins-Jimtown association
(somewhat poorly drained to moderately well drained). Soil classifications include Alexandria
silt loam, Allis silty clay loam, Bennington silt loam, Cardington silt loam, Del Rey silt loam,
Haskins loam, Lenawee silty clay loam, Mahoning silt loam, Mahoning silt loam with shale
substratum, Mermill silt loam, and Shinrock silt loam. Sixty-seven percent of land in Erie
County is farmland.

The soil in the proposed construction area is disturbed; approximately 60 percent of the
land is cultivated cropland and the rest consists of weeds, grasses and woody vegetation and is
not considered prime farmland.

2.1.4 Coastal Zone

The proposed project area is not in a coastal zone. A coastal zone is located adjacent to the
site on the north side of the existing Conrail rail lines (see Figure IV-1). This coastal zone
extends north to Lake Erie.

2.2 Water Resources

A description of groundwater and surface water resources in the proposed project vicinity
is provided in this section.

2.2.1 Groundwater

Surficial aquifers are the principle sources of potable water in the northeastern half of Erie
County, Ohio. They vary in thickness and consist of coarse gravel and sand. Wells along
streams and rivers have a depth between 25 and 200 feet and will yield 100 to 500 gallons per
minute (USGS, Groundwater Atlas of the U.S., #10, 1995). In the vicinity of the proposed
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construction site, ground water generally flows from southern recharge areas toward northern
discharge areas.

2.2.2 Surface Water

Based on review of U.S. Geological Survey topographic maps and observations made
during the site visit, it was determined that the proposed Vermilion double connection
construction would be within 1,300 feet of Darby Creek and would cross Sherod Creek. Darby
Creek is approximately 5-10 feet wide, located approximately 1,300 feet west of the western
terminus of the proposed project. Darby Creek has a riparian zone approximately 10-15 feet

intermittent stream is located on the north side of the NS track and drains across Risden Rd.
toward Darby Creek. Wetland vegetation was observed along the intermittent stream edges.

Sherod Creek is an intermittent stream located approximately 1,625 feet east of the existing
Conrail crossing at Coen Rd. It is approximately 3-5 feet in width and flows north out of the
project area through a culvert under the Vermilion to Oak Harbor track. The stream contains a
small riparian area which has low-growing shrubs, deciduous trees and wetland plant species
near the proposed crossing, primarily in the vicinity of the culvert.

National Wetland Inventory (NWI) maps indicate a palustrine scrub-shrub wetland located
along Darby Creek and a palustrine emergent wetland located adjacent to the southern edge of
the existing NS rail bed. These two wetlands are outside of the area affected by the proposed
double connection. In addition, field observations identified two potential wetlands not shown
on the NWI maps. There is a narrow palustrine emergent wetland located adjacent to the
southern edge of the existing Conrail rail bed just west of Coen Rd. This wetland is also outside
the area affected by the double connection. There is a second narrow palustrine emergent
wetland located adjacent to the eastern edge of Coen Rd. abutting the northern edge of the
existing NS rail bed. This wetland is adjacent to the existing NS track approximately midway

between the two connection points east and west.

Federal Emergency Management Agency (FEMA) maps for the area show that the
proposed project is not within the 100-year floodplain.
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2.3  Biological Resources

2.3.1 Vegetation

Corn and soybeans are the major crops grown in Erie County. Secondary crops grown in
Erie County include wheat, oats, and hay. Roadside vegetation, fence-rows, and windbreaks
consist of weeds, grasses, deciduous trees, and shrubs.

The proposed construction site and the surrounding vicinity consist mainly of cropland.
Areas of sparse vegetation, consisting of weedy annuals and various grasses, were observed.
Woody vegetation, consisting of low-growing shrubs and deciduous forest species, is limited to
narrow strips between agricultural fields, riparian areas associated with Darby Creek and Sherod
Creek and sporadic areas adjacent to the Conrail double track and NS single track right-of-way.
A wooded area of approximately 14 acres was observed, located approximately 300 feet west of
the Coen Rd. at-grade crossing of the NS line. This woodland area consists of shrubs and
deciduous trees, and abuts the existing NS rail lines on the north side. Deciduous trees that are
expected to be in the wooded area include pin oak (Quercus palustrus), northern red oak
(Quercus rubra), white oak (Quercus alba), white ash (Fraxinus americana), and eastern
cottonwood (Populus deltoides). Other than the cropland and small wooded area, vegetation en
the proposed site consists of grasses and weeds such as the species found alongside the NS track:
teasel (Dipsacus sylvestris), Queen Anne’s Lace (Daucus carota), redtop (Agrostis alba),
Timothy grass (Pheleum pratense), Kentucky bluegrass (Poa pratensis) and velvet grass (Holcus
lanatus).

In summary, the project area and vicinity has limited biological diversity. Similar
vegetation is abundant throughout the region.

2.3.2 Wildlife

Wildlife habitat found on and adjacent to the proposed construction site is limited to the
wooded area, riparian areas and to narrow strips of deciduous trees and shrubs adjacent to the
existing Conrail and NS rail rights-of-way. These areas provide suitable habitat for a limited
variety of insects, birds, and mammals. Wildlife species that were seen during a site visit were
the blue jay (Cyanocitta cristata), American robin (Turdis migratorius), European starling
(Sturnus vulgaris), field sparrow (Spizella pusilla), mourning dove (Zenaida macroura),
American crow (Corvus brachyrhynchos), and red-tailed hawk (Buteo camaicensis). Wildlife
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species that are expected to be found in this rural setting are the American goldfinch (Carduelis
tristis), American kestrel (Falco sparverius), white-tailed deer (Odecoileus virginianus), coyote
(Canis latrans), red fox (Vulpes vulpes), raccoon (Procyon lotor), opossum (Didelphis
virginiana), eastern cottontail (Sylvilagus floridanus), striped skunk, (Mephitis mephitis), house
mouse (Mus musculus) and deer mouse (Peromyscus maniculatus).

2.3.3 Threatened and Endangered Species

The U.S. Fish and Wildlife Service (USFWS) and the Ohio Department of Natural
Resources (DNR) were contacted regarding threatened and endangered species within the area of
the proposed rail line construction at Vermilion. It was determined that there are three animal
and one plant species Federally-listed as threatened or endangered known to occur in Erie
County. These include the Indiana bat (Myotis sodalis), bald eagle (Haliaeetus leucocephalus),
Scioto madtom (Noturus trautmani), and Lakeside daisy (Hymonoxys herbacea). Based on field
observations it appears that the 14 acre wooded area could potentially contain summer habitat for
the endangered Indiana bat. Summer habitat includes deciduous trees with exfoliating bark and
crevices which can be used for roosting. No threatened or endangered species were observed at
the proposed construction site during a site visit.

2.3.4 Parks, Forests, Preserves, Refuges and Sanctuaries

No parks, forests, preserves or refuges are in or within 1,000 feet of the project area.
Sherod Park is located approximately 1,250 north of the project area near Lake Erie.

2.4  Air Quality

According to 40 CFR 81, Erie County is in attainment with the National Ambient Air
Quality Standards (NAAQS). Current sources of emissions in the project area include
locomotives, vehicles and farm machinery.

2.5 Noise

Rail, automobile and truck traffic are the primary sources of noise within the area of the
proposed rail line construction. Average Daily Traffic (ADT) data collected for roads in the
project vicinity were provided by the Ohio Department of Transportation (DOT). The ADT data
for U.S. Highway 6, which is located 1,350 feet north of the crossing of the existing Conrail line
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and Coen Rd., averaged 5,205 vehicles per day. State Rd. 2, which is located 1,700 feet south of
the crossing of the NS Vermilion to Bellevue line and Coen Rd., averaged 15,730 vehicles per
day. A total of 52.3 trains per day (freight and passenger trains) presently use the Conrail double
line from Vermilion to Oak Harbor. Approximately 15.6 trains per day (freight trains) operate
over the NS single line from Vermilion to Bellevue.

No residences are located within the Ldn 65 noise contour of the proposed construction
site. No schools, churches, hospitals, nursing homes, retirement homes, libraries or other
residences are within 500 feet of the proposed construction site.

AN

2.6 Historic and Cultural Resources

A literature and records review portion of a Phase I Historic and Cultural Resources survey
was completed for the proposed double connection. A site survey was not possible because
landowner access was not granted. (The proposed double connection is still in the planning
stage, and land acquisition has yet to occur.) However, a complete site survey and records
review was completed for the prior single connection alignment as proposed in the original NS
Operating Plan. No historic or cultural resources were identified in the area for the single
connection project. A check of the records at the Ohio State Historic Preservation office
revealed no existing or eligible National Register of Historic Properties sites or recorded
archaeological sites in the vicinity of the proposed single connection construction.

2.7 Transportation and Safety

The existing transportation network consists of southwest-northeast Conrail (DEIS
segment number N-294) and NS (DEIS segment number N-072) rail lines that cross both Risden
and Coen Rds. Other roads in the proposed project vicinity include U.S. Highway 6, State Rd. 2,
and several local roads. A total of 52.3 trains per day (freight and passenger trains) use the
Conrail double line and approximately 15.6 trains per day (freight trains) operate over the NS
single line.

2.7.1 Grade Crossings
There are two at-grade crossings at Coen Rd. and two at-grade crossings at Risden Rd. in

the vicinity of the proposed project area. Both of these secondary, two-lane roads are crossed by
existing Conrail and NS lines and have warning lights and gates at all four crossings. No ADT
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data was available for Risden and Coen Rds., so ADT is provided for the nearest area roads
below:

J U.S. Highway 6, which is located 1,350 feet north of the crossing of the Conrail line
and Coen Rd., averaged 5,205 vehicles per day.

. State Rd. 2, which is located 1,700 feet south of the crossing of the NS line and
Coen Rd., averaged 15,730 vehicles per day.

ADT data for Risden and Coen Rd. is expected to be less than those provided for U.S. Highway
6 and State Rd. 2. ’

2.7.2 Hazardous Waste Sites

Review of environmental databases by Environment Data Resources, Inc. (EDR) did not
identify any hazardous waste sites on the following lists: National Priorities List (NPL);
Comprehensive Environmental Response, Compensation, and Liability Information System
(CERCLIS); Treatment, Storage, or Disposal Sites (TSDS); Corrective Action Reports
(CORRACTS); Emergency Response Notification System (ERNS); Ohio State Priority List
(SPL); Ohio Leaking Underground Storage Tanks (LUST); Ohio Underground Storage Tanks
(UST); Ohio State Hazardous Waste Sites (SHWS) or Ohio State Inventory of Solid Waste
Facilities/Landfills (SWEF/LF) or other sites of environmental concern in the vicinity of the
proposed rail line construction. The EDR database search revealed four unmappable sites. A site
survey revealed that none of these four sites are within a one-mile radii from the proposed
construction. No evidence of any hazardous waste sites was observed within the proposed
construction area during the site visit.

2.8 Community Demographics

As seen in Figure IV-5 below, the area surrounding the proposed connection, i.e. the
relevant census tracts, have a substantially lower percentage of minority residents than Erie
County does on average. The project area is on the dividing line between U.S. Census Bureau
tracts 401 and 402, which were both referenced for analysis. Data on economic levels in the area
indicate that the population within the relevant census tracts is more prosperous than the county
as a whole. Census data indicate that the percentage of people living below the Federal poverty
level in the census tracts is slightly lower than the county average and median household
incomes in the same area are higher than the county average.
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Figure IV-5
1990 Racial and Economic Composition of Erie County
and the Area Surrounding the Proposed Double Connection

Proposed Vermilion Double Connection
Classification Erie County Census Tract 401 | Census 'i‘ract 402

Population 76779 5,712  38m
Total Minority | 7,801 149 6
Percent Minority 10.16% 2.61% 0.16%
Median Income $30,470 $36,312 $38,300
Per Capita Income 13,833  $14,989 © $16,648

iercent Income < Poverty | 8.99% 7.27% 7 3.82%

Level

Source: US Census Bureau, 1990 Census Data

No residences or other sensitive noise receptors are within the existing Ldn 65 dBA contour for
the proposed connection.
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3.0 POTENTIAL ENVIRONMENTAL IMPACTS OF THE VERMILION DOUBLE
CONNECTION

This chapter provides a description of the potential environmental impacts of the proposed
double connection at Vermilion. As part of the DEIS, a thorough environmental assessment has
been performed with respect to the connection at Vermilion proposed in the original NS
Operating Plan. Federal, state and local agencies were contacted for comments on the single
connection configuration and follow-up contacts are currently in progress for the proposed
double connection under the revised Cloggsville Connection mitigation proposal.

3.1 Land Use

The proposed Vermilion double connection would result in minimal impacts to land use.
Approximately 14.1 acres of land would be acquired for the double connection, all of which
would be used for right-of-way. The properties for which NS is negotiating rights to allow the
proposed construction and opération are disturbed areas and cropland. The land that would be
converted to rail use from outside existing rights-of-way is approximately 60 percent cropland.
The remaining 40 percent contains deciduous trees, weeds and grasses typical of disturbed areas.
Temporary construction impacts to adjacent farmland from excavation, such as mixing of soil
profiles or soil compaction, are expected to be minor due to the small amount of land affected
and because construction would be limited to the proposed new railroad right-of-way. The
proposed construction would not conflict with adjacent land uses, electric utility lines or zoning.

No construction activities would occur within a designated coastal zone. The proposed
connection would not be within the 100-year floodplain.

3.2 Water Resources

A description of potential impacts to groundwater and surface water resources in the
project vicinity is provided in this section.

3.2.1 Groundwater
The construction of the proposed double connection would not have adverse impacts on

groundwater resources. Only a small amount of fuels and oils would be present on the site
during construction activities. Any potential leaks or spills could involve only small amounts.
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Any spill or contaminant release would be reported and cleaned up in accordance with all Federal
and state statutes and regulations.

3.2.2 Surface Water

Sherod Creek, an intermittent stream, would be crossed by the proposed connection east of
Coen Rd. Construction techniques would be utilized for the crossing of Sherod Creek to allow
sufficient drainage of the stream during high water flow periods. Storm water drainage patterns
are not anticipated to be altered by the proposed project. Potential impacts from soil erosion
resulting from cleared vegetation and disturbed soil would be insignificant because Best
Management Practices (BMPs) would be used to control runoff and soil erosion. Additionally,
the construction would be performed in compliance with the Ohio EPA Storm Water NPDES
Permit, which is required for construction of the proposed connection. NS would restore
disturbed areas of soil through reseeding, according to the NPDES permit.

NWI maps and field observations identified three wetlands outside the area affected by
construction of the double connection. A fourth wetland is adjacent to the east edge of Coen Rd.
and the northern edge of the existing NS rail bed. This wetland is approximately midway
between the east and west connections to the NS rail line. The portion of the NS rail line
adjacent to this wetland would not be affected by the construction of the double connection, and
no impacts to the wetland are anticipated from the proposed project.

3.3 Biological Resources

The following sections present potential impacts to wildlife and vegetation within the
project area.

3.3.1 Vegetation

The proposed action would affect cropland, a riparian area associated with Sherod Creek, a
woodlot and narrow strips of weedy, grassy vegetation characteristic of disturbed wooded areas,
and woody vegetation bordering the existing Conrail and NS rights-of-way. Approximately 60
percent of the project area is cropland and 40 percent of the project area consists of weeds,
grasses and woody vegetation. NS would reseed disturbed areas outside the subgrade slope of
the new proposed connection.
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Loss of farmland within the right-of-way would be insignificant since it comprises only a
small percentage of the land currently in agricultural production in the project vicinity.

3.3.2 Wwildlife

No adverse impacts to wildlife are anticipated. The proposed construction site is small and
contains only limited wildlife habitat. Wildlife within the project area would be subject to
sporadic disturbance because of noise and human activity generated during construction
activities, and subsequent train operations and maintenance activities. The minimal loss of
habitat due to this proposed construction would be insignificant compared with the wildlife
habitat available in the surrounding area.

Construction of the proposed double connection may temporarily displace local terrestrial
wildlife because of increased noise from construction equipment and the presence of humans.
However, such disturbances would be temporary and are not anticipated to cause a major
permanent redistribution of resident species. The width of the right-of-way and the low height of
rail should not pose a barrier to the movement of wildlife. Some mortality of small animals may
result during construction due to compaction of burrows and encounters with heavy equipment.
Incidental train/animal collisions could result in mortality to some species.

The railroad right-of-way would require approximately 14.1 acres outside of NS’ existing
property. This area is primarily cropland. On NS property, rail right-of-way would include a
maximum of 3.2 acres of potential wildlife habitat. These areas contain low-quality wildlife
habitat. Following construction, all cleared areas outside the right-of-way subgrade slope would
be reseeded with grasses or other vegetation. Overall, minimal impact to wildlife would occur.

3.3.3 Threatened and Endangered Species

There is a slight potential for two threatened and endangered species to utilize portions of
the project area. Telephone conversations with the USFWS have identified the need for a survey
for potential Indiana bat summer habitat at the 14 acre woodlot area. The survey would assess
the type of habitat and provide a subjective determination on the quality of habitat for use by the
Indiana bat. The USFWS also recommends a seasonal mitigation approach to avoid potential
impacts to summer roosting habitat by limiting construction to the time period between
September 16 to April 14. This seasonal mitigation avoids the time frame of April 15 to
September 15 when Indiana bats could potentially use the woodlot as summer roosting habitat.
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In addition, the USFWS recommends a telephone contact be made with both USFWS and ODNR
to ascertain whether there are known bald eagle nesting locations in the vicinity of the proposed
project prior to construction. No threatened or endangered species were observed during site
visits, nor are any such species known to occur on-site.

A survey for potential Indiana bat summer habitat should be performed prior to
construction. Also, the Ohio DNR should be contacted prior to construction to verify locations
of bald eagle nesting locations in the project vicinity and any potential impacts to the bald eagle.
Based on the predominantly agricultural land use and generally low quality of wildlife habitat in
the proposed project area, the potential impact to threatened and endangered species is minimal.

3.3.4 Parks, Forests, Preserves, Refuges and Sanctuaries

There would be no impacts to parks, forests, preserves, refuges, conservation areas or
sanctuaries from the construction of the proposed connection.

34 Air Quality

Erie County is an air quality attainment area. Only minor impacts to air quality are
expected as a result of the construction of the proposed project. The operation of heavy
equipment would be the primary source of pollutant emissions during construction activities.
Such pollutants vary by the source as described below:

. Particulate matter, volatile organic compounds (VOCs), carbon monoxide (CO),
and nitrogen oxide (NOx) resulting from the combustion of diesel fuel.

. Fugitive dust along the right-of-way and unimproved roads resulting from the
operation of heavy equipment.

Air quality impacts due to construction are expected to be minimal. During the
construction phase, grading, excavation and placement of ballast and subgrade could result in a
temporary increase of fugitive dust. However, with appropriate mitigation measures, such effects
are expected to be minimal. Mitigation measures would include spraying road surfaces with a
water truck or covering truck beds with tarps as necessary. Emissions from construction and
maintenance equipment engines would be localized and temporary during the construction period
and during maintenance activities. They are not expected to reduce air quality.
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3.5 Noise

Noise levels in the proposed project area are expected to temporarily increase during
construction. Temporary noise increases would be caused by operation of vehicles and heavy
machinery during grading, rail construction, etc. The impacts would only be short-term,
occurring from approximately 7:00 a.m. to 5:00 p.m. No residences or other sensitive noise
receptors would be within the Ldn 65 dBA contour of the proposed connection. Since
construction noise would occur during daylight hours and would be short-term in nature, and
because of the rural nature of the project area, noise impacts from construction are not expected

to be significant.

3.6 Historic and Cultural Resources

A historic and cultural resources review is currently in progress for the proposed double
connection. A literature and records review portion of a Phase I survey was completed for the
proposed alignment. A site survey was not possible because landowner access was not granted.
However, a complete site survey and records review was completed for the single connection
alignment as proposed in the NS original Operating Plan. Based on the literature and records
review there is an isolated site on the east side of Coen Rd. In addition, west of Coen Rd. there
is terrain which may be suitable for historic and cultural resources. A site survey must be
completed prior to construction in order to fullfill requirements of the Section 106 process.

3.7 Transportation and Safety

3.7.1 Grade Crossings

The proposed double connection would not require any new at-grade crossings to be
constructed. Nor would it require any existing at-grade crossings to be expanded.

The single connection proposed in NS’ original Operating Plan would have required the
construction of a new at-grade crossing where the connection would have crossed Coen Rd. By
contrast, the proposed double connection utilizes the existing at-grade crossing on the Nickel
Plate line at Coen Rd.
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3.7.2 Hazardous Waste Sites

Review of the EDR database indicated that no hazardous waste sites, e.g., NPL, CERCLIS,
RCRIS-TSDS, CORRACTS, ERNS, SHWS, LUST, UST, SWF/LF, SPL or SHWS were
identified in the vicinity of the proposed rail line construction. The database search revealed four
unmappable sites. A site survey revealed that none of these four sites are within a one-mile radii
from the proposed construction.

During a site visit, no evidence of potential hazardous waste sites in the project area was
observed. No hazardous waste sites are expected to be impacted by the proposed project.

3.8 Community Demographics

No significant adverse effects which have a high and disproportionate impact on minority
and low-income communities are expected as a result of the proposed double connection. The
population in the area of the proposed construction has a lower percentage of minority residents
than the county as a whole. Further, data on economic levels in the area indicate that the
population of the two relevant census tracts is more prosperous than that of the county as a
whole. Moreover, since there would be no significant adverse environmental effects as a result
of the construction and operation of the proposed double connection, concerns about potentially
significant adverse environmental consequences would be eliminated, regardless of the
composition of the surrounding population.

3.9 Summary and Conclusions

As shown above, potential environmental impacts related to the construction of the
proposed double connection are insignificant or nonexistent. The proposed project is not
expected to have any significant adverse impact on land use, water resources, biological
resources, or air quality (Figure IV-6). Nor would the proposed project have significant adverse
impacts on safety or cultural resources. Any noise increases during construction would be
limited to normal work hours and would only occur during the construction period. There would
not be any significant environmental impacts on any group regardless of race or economic status
as a result of the proposed project. Consequently, there would not be any high and
disproportionate environmental justice impacts as a result of the construction of the proposed
double connection. This conclusion is further supported by the absence of significant
environmental impacts related to the proposed double connection.
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Figure IV-6
Summary of Potential Environmental Impacts
Proposed Double Connection at Vermilion, Ohio

Land Use Length of Proposed Double Connection 7,950 feet
New Right-of-Way Required 6,150 feet
Effect on Prime Farmiand None
Effect on Coastal Zone Management Areas None
Effect on Parks, Forest Preserves, Refuges and Sanctuaries None
Water Effect on Groundwater None
Resources Effect on Surface Water None
Effect on Wetlands None
Biological Loss of Critical Habitat None
Resources Effect on Threatened and Endangered Species None
Air Quality Impact to Air Quality Due to Construction None
Noise Potentially Affected Sensitive Noise Receptors Within Ldn 65 Noise None
Contour
Transportation | Train Movement Over Connection (east of Coen Rd.) 11.6 trains/day
and Safety Train Movement Over Connection (west of Coen Rd.) 0 9 trains/day
New or Expanded Grade Crossings None
Effect on Transportation of Hazardous Materials None
Cultural Effect on Sites Listed on the NRHP None
Resources Effect on Sites Potentially Eligible for Listing on the NRHP None
Effect on Archaeological Sites None
Energy Change in Fuel Consumption Due to Construction Negligible
Change in Fuel Consumption Due to Operation (gallons per year saved) 1.3 million*
Effect on Transportation of Energy Resources and Recyclable None
Commodities
Overall Energy Efficiency Improved
Rail to Motor Carrier Diversions None
Environmental | High and Disproportionate Impact on Minority and Low-Income Groups None
Justice

*System-wide
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Addendum to the Final Environmental Impact Statement

ATTACHMENT B
NS LETTER TO SEA REGARDING THE
SUPPLEMENTAL ENVIRONMENTAL REPORT

On April 27, 1998, NS submitted a letter regarding the Supplemental Environmental Report,
“NS Mitigation Proposal for Train Frequencies in Greater Cleveland and Vicinity” (included in
this Addendum as Attachment A) that it submitted to SEA on April 16, 1998. This letter
responds to SEA’s request for additional information about modifications to train traffic on 16
rail line segments that would result from the proposed mitigation measure mentioned above. The
attached letter provides additional information on the highway/rail at-grade crossing safety and
traffic delay analysis for the 16 rail line segments.
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202 383-4425 (Direct)

202 383-4018 (Fax)

ADMINISTRATIVELY CONFIDENTIAL

Washington, D.C. - April 27, 1998
BY HAND

Ms. Elaine K. Kaiser

Chief

Section of Environmental Analysis
Surface Transportation Board
1925 K Street, N.W.

Washington, D.C  20423-0001

Re- Finance Docket No. 33388: CSX and NS - Control and Acquisition of Conrail
Subject:  Response to April 16, 1998 Letter
SEA#:  NS-R-0048

Dear Ms. Kaiser

In response to your letter of April 16, 1998, Norfolk Southern (NS) has contacted Mr.
Michael Dalton in order to obtain clarification of SEA’s information needs Mr Dalton informed
us that some of the information specified in the letter has already been obtained and/or
incorporated by SEA in its FEIS preparation efforts. Specifically, he stated that SEA no longer
requires any additional information from NS with respect to either the relocation of a TCS
facility to Sandusky, OH (the subject of April 3 and April 8, 1998 submittals and earlier
correspondence from NS to SEA) or Canadian Pacific haulage rights on the Detroit to Chicago
rail corridor (the subject of an April 8, 1998 submittal and earlier correspondence from NS to
SEA) Moreover, SEA requires, with respect to the proposed mitigation for Greater

Cleveland/Cloggsville (the subject of an April 12, 1998 submittal from NS to SEA and our April

Data for Proposed Mitigation for Greater Cleveland/Cloggsville
April 27, 1998
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Ms. Elaine Kaiser

April 27, 1998

Page 2

16, 1998 submittal of an environmental report on the Cloggsville Connection mitigation

proposal), only a portion of the information indicated in your letter. That information is

described and provided for SEA’s use below.

Additional Information Requested by SEA on Environmental Impacts Related to NS’
Rerouting Mitigation Proposal for the Greater Cleveland Area

In accordance with the directions from Mr. Dalton, NS is providing information on
analysis of grade crossing safety and delay information for the line segments affected by NS’
proposed modification of train traffic routes as a potential mitigation measure in the Greater

Cleveland area.

Affected NS Line Segments

Rail traffic changes on 16 NS line segments would occur as a result of the above-
mentioned mitigation proposal. Some line segments would experience an increase in traffic
levels from those presented in the Applicants’ Environmental Report, while other line segments
would experience a decrease in traffic levels. These line segments, the change in traffic relative
to 1995 base case conditions and whether these traffic level changes meet the thresholds, as
defined in the DEIS, to merit analysis for grade crossing safety (increase of eight or more trains
per day) and delay (increase that meets or exceeds the STB’s threshold for air quality analysis)

analysis are listed in Table 1.
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Ms. Elaine Kaiser
April 27, 1998

Page 3
Table 1
Line Segments with Train Traffic Changes Under the NS
Rerouting Mitigation Proposal for Greater Cleveland Area
ID# Line Segment Change in Number Meets DEIS Meets DEIS
Description of Trains/Day Threshold for Grade | Threshold for Grade
from 1995 base Crossing Safety Crossing Delay
case levels Analysis? Analysis?
N-095 Rochester, PA to -5.5 No No
Youngstown, OH
N-082 Youngstown fo +1.5 No No
Ashtabula, OH
N-075 Ashtabula to Cleveland +13.0 Yes Yes
(Cloggsville), OH
N-080 Cleveland (Cloggsville) +0.4 No No
to Vermilion, OH
N-285 Rochester, PA to -1.0 No No
Alliance, OH
N-084 Alliance to White, OH +14.3 Yes Yes
N-081 White to Cleveland (CP- +27.8 Yes Yes
181), OH
N-293C | Cleveland (CP-181) to +5.1 No Yes
CP-190, OH
N-293B | CP-190 to Berea, OH +14.7 Yes Yes
N-074E | Cleveland (Cloggsville) +11.8 Yes Yes
to CP-190, OH
N-293A | Berea, to Vermilion, OH +6.7 No Yes
N-072 Vermilion to Bellevue +10.4 Yes Yes
N-079 Bellevue to Oak Harbor +18.5 Yes Yes
N-294 Vermilion to Oak Harbor -5.9 No Neo
n/a Vermilion Connection +0.9 No No
west of Coen Road
n/a Vermilion Connection +11.6 Yes Yes
east of Coen Road
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April 27, 1998
Page 4
Grade Crossing Methodology

The same standard FRA method used in the DEIS (at pages B-22 and B-23 of Volume
5A) to predict the number of accidents at a crossing based on data on the characteristics and the
reported collision history for the crossing has been applied here by NS. The relevant crossing
characteristics and reported collision history for each affected crossing were obtained from
FRA’s crossing grade inventory and 1992 through 1996 accident history. More recent ADT
information for some grade crossings was received from the Public Utilities Commission of Ohio
(PUCO) on April 23, 1998. This more recent ADT information was used in the grade crossing

safety analysis where available. The grade crossing safety data is presented in attached Table 2.

The FRA developed this method as a way for state agencies to rank crossings by accident
frequency in order to identify crossings that potentially qualify for safety improvements
appropriate to state-wide needs. The procedure is not intended to single out crossings on a
national basis without considering the many other factors, including criteria appropriate to the

individual state, which may influence accident rates and decisions as to safety improvements.

Traffic Delay Methodology

To analyze highway/rail at-grade crossing delays, NS applied the DEIS criteria for line
segments that would exceed the STB’s environmenta_l analysis thresholds for air quality analysis
and roadways that have ADTs of 5,000 or greater. In Section C.4.3 of Volume 5A of the DEIS,
SEA included five delay calculations: blocked crossing time per train, crossing delay per stopped
vehicle, number of vehicles delayed per day, maximum vehicle queue, and average delay for all
vehicles. In their Supplemental Errata to the DEIS dated February 2, 1998, SEA provided a
correction to the crossing delay per stopped vehicle formula. In Appendix NS-2 of N§’
Comments on the DEIS, NS presented a different equation (developed by Stanford Research

Institute for the FRA) for calculating the crossing delay per stopped vehicle. NS believes the
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April 27, 1998

Page 5

Stanford Research Institute (“SRI™) formula presented in NS’ comments on the DEIS will
provide a more accurate reflection of the crossing delay per stopped vehicle. However, NS
recognizes that SEA may prefer the formula presented in the DEIS. Therefore, the data supplied
herein includes the results of both means (SEA’s Supplemental Errata version and SRI’s version)
of calculating the crossing delay per stopped vehicle. The grade crossing delay data using the
SRI formula for crossing delay per stopped vehicle are presented in attached Table 3. The
crossing delay per stopped vehicle data using the Supplemental Errata formula are presented in
attached Table 4. The same data sources (FRA and PUCO) used for the grade crossing safety

analysis were used for the grade crossing delay analysis.

The following rail line segments met the DEIS trains per day threshold for grade crossing
delay analysis but either do not cross any roads at-grade or do not have any at-grade crossings

with an ADT of 5,000 vehicles per day or higher.

» N-081 - White to Cleveland (no at-grade crossings with an ADT of 5,000 or greater)
«  N-074E - Cleveland (Cloggsville) to CP-190 (no at-grade crossings)
»  N-293C - Cleveland (CP-181) to CP-190 (no at-grade crossings)

» Vermilion connection east of Coen Road (no at-grade crossings)
Please let us know if you require any additional information or explanation

Sincerely yours,

Bruno Maestri
System Director
Environmental Protection
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cc: Michael Dalton
John Morton
William Novak
Michael Johnson
Steven Lee
Constance Sadler
Andrew Plump
Mary Gabrielle Sprague
W.C. Wooldridge
A. G. Jordan
J. A. Allman
C. J. Wehrmeister
W. J. Harris
R L Crawford
Julie Sanford
Suzanne Burrows
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Table 4

HIGHWAY AT-GRADE CROSSING VEHICLE DELAYS
(using the DEIS formula)

Pre- Transaction

Post-Transaction

Average
Average Delay for
Average Delay for Average all
Delay/Veh. |all Vehicles] Delay/Veh. | Vehicles
FRA ID |Street Name ADT {min) (sec/veh) {min) (sec/veh)
N-075-ASHTABULA TO CLEVELAND (CLOGGSVILLE)
471989W [West Ave. 8000fF 1.4 3.1 1.4 6.4
472008G |Broadway Ave. (SR 534) | 7320 0.9 1.4 0.9 2.9
472017F |Lake St. (SR 528) 8810 1.0 1.5 1.0 3.0
472039F |Liberty St. 7580 0.9 1.4 0.9 2.9
472040A |Chestnut St. 5980 0.9 1.3 0.9 2.7
472044C [Mentor Ave. (U.S. 20) 19260 1.6 2.5 1.6 5.1
472045J [Jackson St. 5230 0.8 1.3 0.9 2.7
472046R |Heisley Rd. 1 6360 0.9 1.3 0.9 2.8
472048E |Hopkins Rd. 5460 0.8 1.3 0.9 2.7
472056W |Erie St. 8570 1.1 1.9 1.1 3.9
472064N |E. 305th/Rush Rd. 6164 0.9 1.3 0.9 28
472068R {Lloyd Rd. (SR 633) | 7400 0.9 1.4 09 2.9
472093Y [Dille Rd. 115430 1.5 25 15 5.2
472098H |London Rd. 5310 1.2 2.8 1.3 5.8
N-084-ALLIANCE TO WHITE
503008V |Patterson 5150 1.2 8.1 1.1 7.7
5035417 |{Stow Rd-CR106 6390 1.0 3.5 0.9 4.6
N-293B-CP-190 TO BEREA
523941R [Front St* 10834 1.3 - 10.0 1.2 10.9
523940J |Sheldon Rd* 6580 11 8.5 1.0 9.2
'523937B |Eastland Rd* 11026 1.3 10.1 1.2 11.0
N-293A-BEREA TO VERMILION
524040W |Division St. or Main St. 5630 1.1 8.2 1.0 7.9
523851S |Olive St.* 6693 1.1 8.5 1.0 8.2
523850K |Abbe Rd.* 5527 1.1 8.2 1.0 7.8
523846V |SR 83" 9889 1.2 9.6 1.1 9.2
523844G |Chestnut Ridge* 5528 1.1 8.2 1.0 78
523840F {Stearns Rd. 7395 1.1 8.7 1.0 8.4
NA Mapleway NA NA NA NA NA
NA  |Brookside | NA NA NA NA NA
523836P |Columbia Rd. (SR 252)* |14216 1.5 11.7 1.4 11.2
NA flewsRd. @ [ NAJ NA NA NA NA
NA = ADT not available -

* More recent ADT information received from the Public Utilities Commission of Ohio
on April 23, 98
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Table 4
HIGHWAY AT-GRADE CROSSING VEHICLE DELAYS
(using the DEIS formula)

Pre- Transaction Post-Transaction
) ' Average
Average Delay for
Average Delay for Average all
Delay/Veh. |all Vehicles} Delay/Veh. | Vehicles
FRA ID {Street Name ADT {min) (seclveh) {min) (sec/veh)
N-072-VERMILION TO BELLEVUE
[ 472308V [STATE STREET 15330} 0.8 | 155 | 09 | 27 ]
N-079-BELLEVUE TO OAK HARBOR
A73754T IWATER ST 7530 1.0 1.06 1.0 3.7
473711A |STATE 19380 2.7 4.01 27 | 142
4736878 |MAIN ST. 7230 1.5 223 1.5 7.9
473668W {KILBOURNE 9330§ 1.6 2.41 1.6 8.6
Page 2 of 2
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28978 SERVICE DATE - LATE RELEASE FEBRUARY 27, 1998

SURFACE TRANSPORTATION BOARD
STB Finance Docket No. 33388
CSX CORPORATION AND CSX TRANSPORTATION, INC.
NORFOLK SOUTHERN CORPORATION AND
NORFOLK SOUTHERN RAILWAY COMPANY
- - CONTROL AND OPERATING LEASES/AGREEMENTS - -
CONRALIL, INC. AND CONSOLIDATED RAIL CORPORATION

Decision No. 69

Dated: February 27, 1998

NOTICE TO THE PARTIES:

On December 12, 1997, the Surface Transportation Board’s (Board) Section of Environmental
Analysis (SEA) issued a Draft Environmental Impact Statement (Draft EIS) for the Proposed
Acquisition of Conrail by Norfolk Southern (NS) and CSX. Comments on the Draft EIS were due
February 2, 1998. In its continuing process of evaluation, SEA has identified some additional
potential hazardous materials transportation safety, noise, and highway/rail at-grade crossing safety
and delay impacts of the Proposed Acquisition. This information was not included in the Draft EIS
and is based in part on updated data that was not received until after the Draft EIS was issued.
Specifically, (1) on November 24, 1997, CSX advised SEA that it would revise its calculation of the
transportation of hazardous materials due to an error in methodology; (2) on December 23, 1997
and February 20, 1998, CSX provided SEA with the revised hazardous materials transportation
safety data; and (3) SEA identified sensitive receptors within noise contours using aerial
photographs and more precise analytical tools, such as geographic information systems (GIS), that

were not available prior to SEA completing the Draft EIS.

SEA’s additional analysis has identified four rail line segments with potential hazardous materials
transportation safety impacts that SEA did not identify as such in the Draft EIS. In addition, SEA
has identified eight rail line segments that now may warrant noise mitigation. Although SEA had
identified these segments in the Draft EIS as being potentially affected by noise, SEA did not
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recommend noise mitigation for them in the Draft EIS. As a result of the refined analysis described
above, SEA has also concluded that 12 additional rail line segments may have high, adverse and
disproportionate effects on certain minority or low-income communities as a result of potential
effects of hazardous materials transportation safety, noise, and/or highway/rail at-grade crossing
safety and delay. A list of affected rail line segments and coxiununities is included with this notice.
This new information does not change or alter SEA’s prior analysis, results, or preliminary
mitigation recommendations in other impact areas, nor does it affect the integrity of the information
contained in the Draft EIS.

To ensure that anyone affected by the new information described above has the opportunity to
review and comment on it, through this notice SEA is providing an additional 45-day comment
period. During this period, affected parties may submit written comments to SEA on the potential
environmental effects noted above on their community. Written comments must be submitted to
SEA no later than April 15, 1998. SEA will consider any timely comments received in the Final
EIS, which is scheduled to be issued in late May 1998. The Board will then consider the entire
environmental record, including all public comments, the Draft EIS, and the Final EIS in making its
final decision on the Proposed Conrail Acquisition. The Board will hold an open voting conference

on June 8, 1998 and intends to issue its final written decision on July 23, 1998.

Information about the Proposed Acquisition and Draft EIS can be found at the Internet web site
<http://www.conrailmerger.com> and SEA’s toll-free Environmental Hotline at (888) 869-1997.

Vernon A. Williams

Secretary
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Surface Transportation Board
Section of Environmental Analysis

Draft Environmental Impact Statement
Proposed Conrail Acquisition

ADDITIONAL ENVIRONMENTAL INFORMATION

In its continuing process of evaluation, the Surface Trarisportation Board’s Section of
Environmental Analysis (SEA) hasidentified some additional potential hazardous materials
transportation safety, noise, and highway/rail at-grade crossing safety and delay impacts associated with
the Proposed Conrail Acquisition. SEA has also identified additional minority and low-income
populations that may be affected by potential environmental impacts. This information was not
available when SEA issued the Draft Environmental Impact Statement (Draft EIS) on December 12,
1997.

« This page directs the reader to the appropriate sections of the Draft EIS that more
completely explains SEA’s analysis.

« Page2 ofthis document includes a table that summarizes the new rail line segments
potentially affected by hazardous materials transportation.

« Page 3 of this document includes a table that summarizes the new rail line segments that
may warrant noise mitigation.

+ Page 4 of the document includes a table that summarizes the new rail line segments with
potential impacts on minority and low-income populations.

HELPFUL REFERENCES TO THE DRAFT EIS

New Hazardous Materials Transportation Safety Rail Line Segments

» SEA’shazardousmaterials transportation analysis and methodology are documented in
Chapter 3, Section 3.5 of the Draft EIS, pages 3-12 through 3-14.

o System-wide safety effects of increased hazardous materials transport are documented in
Chapter 4, Section 4.5 of the Draft EIS, pages 4-14 through 4-21.

« State-specific hazardous materials transport safety effects are documented in Chapter 5 of
the Draft EIS, presented on a state-by-state basis.

« SEA’srecommended hazardous materials transportation safety mitigation is presented in
Chapter 7 of the Draft EIS on pages 7-12 through 7-14. The new hazardous materials
transportation safety rail line segments listed in the table below on Page 2 are new “Key
Routes” subject to Recommended Mitigation Nos. 3 (A-C) and 5.

R SE’ncnse analys1s and methodolo gy are documented in Chapter 3, Section 3.12 of the
Draft EIS, pages 3-30 through 3-37.
» State-specific noise effects are documented in Chapter 5 of the Draft EIS.

s SEA’srecommended noise mitigation is presented in Chapter 7 of the Draft EIS, page 7-
17.

« SEA’s env1r0nmental Justlce analy31s and methodclogy are documented in Chapter 3
Section 3.17 of the Draft EIS, pages 3-48 through 3-52.

+ SEA’srecommended environmental justice mitigation is presented in Chapter 7 of the
Draft EIS, page 7-18. '
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New Hazardous Materials Transport Safety Segments

Site ID

Counties

Est. Annual Haz, Mat.

State Proposed | Segment
Owner Rail Carloads
Pre-Acq. | Post-Acq.
KY C-230 | C8X NJ Cabin, KY to | KY: Greenup; OH: 4,000 10,000
OH Columbus, OH Franklin, Pickaway,
Pike, Ross, Seioto

PA C-767 | CSX CP Newtown Bucks, Montgomery, 6,000 19,000

Jct.,, PA to CP Philadelphia

Wood, PA
NI C-768 | C8X CP Wood, PA to | PA: Bucks; 6,000 18,000
PA Trenton, NJ NI: Mercer
OH C-065 1 CSX Deshler, OH to Henry, Wood 365 14,000

Toledo, OH
February 27, 1998 -2-
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New Segments That May Warrant Noise Mitigation

Counties

State | Site ID | Proposed | Segment Receptors within 65
Owner dBA Contour*
Pre-Acq. | Post-Acq.
IN | c-026 |csx Warsaw, IN to Kosciusko, La Porte, 14 1,129
Tolleston, IN Lake, Marshall,
Porter, Starke
IN N-040 | NS Alexandria, IN to Delaware, Madison 83 506
Muncie, IN
NY N-060 | NS Corning, NY to Chemung, Ontario, 0 117
Geneva, NY Schuyler, Steuben,
Yates
OH N-085 | NS Bellevue, OH to Erie, Huron 5 58
Sandusky Dock, OH
PA C-085 | CSX Sinns, PA to Allegheny, Fayette, 194 781
Brownsville, PA Westmorland
VA N-100 | NS Riverton Ject.,, VA to | Augusta, Botetourt, 466 1,560
Roanoke, VA Buena Vista City,
Clarke, Page,
Roanocke, Roanoke
City, Rockbridge,
Rockingham,
Warren, Waynesboro
City
WV | N-110 | NS Elmore, WV to Fayette, Raleigh, 0 248
Deepwater, WV Wyoming
WV | N-111 [ NS Deepwater, WV to . | Fayette, Nicholas 37 161
Fola Mine, WV

*includes receptors affected by highway/rail at-grade crossings.

February 27, 1998
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New Segments With Potential Impacts on Minority and Low-Income Populations

State | Site ID | Proposed | Segment Counties Potential Impact
Owner
GA C-377 Csx Manchester, GA to | Meriwether, Troup | Hazardous
LaGrange, GA Materials Transport
N c-026 | CSx Warsaw, IN to Kosciusko, La Noise
Tolleston, IN Porte, Lake,
Marshall, Porter,
Starke
IN N-040 NS Alexandria, IN to Delaware, Madison | Noise
Muncie, IN
NC N-361 NS Asheville, NC to NC: Buncomb, Hazardous
TN Leadvale, TN Madison; Materials Transport
TN: Cocke
NJ S-032 CSX/NS | PN, NJ to Bayway, | Essex, Union Hazardous
NJ Materials Transport
OH N-070 NS Ashtabula, OH to OH: Ashtabuia; PA: | Hazardous
PA Buffalo, NY Erie; Materials Transport;
NY NY: Chutaupua, Crossing Delay
Erie -
PA C-766 CsX West Falls, PA to Philadelphia Hazardous
CP Newtown Jct., Materials Transport
PA
PA N-203 NS Bethlehem, PA to Lehigh, Hazardous
Allentown, PA Northampton Materials Transport
PA S-232 CSX/NS | Park Jet., PA to Philadelphia Hazardous
Frankford Jct., PA Materials Transport
PA S-233 CSX/NS Frankford Jct., PA PA: Philadelphia; Hazardous
NJ to Camden, NJ NJ: Camden Materials Transport
TN N-406 NS Frisco, TN to Hawkins, Sullivan Hazardous
Kingsport, TN Materials Transport
VA N-432 NS Poe ML, VA to Petersburg City Hazardous
Petersburg, VA Materials Transport
February 27, 1998 4-
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Addendum to the Final Environmental Impact Statement

ATTACHMENT H
COMMENTS RECEIVED ON THE REFINED
HAZARDOUS MATERIALS TRANSPORT, NOISE,
AND ENVIRONMENTAL JUSTICE ANALYSES

This Final EIS addresses comments on the Draft EIS and other environmental comments that
SEA received during its ongoing environmental review; and it reflects SEA’s further
environmental analysis, including site visits and consultations. In addition, the Final EIS
contains SEA’s final environmental recommendations to the Board. The Board will consider
SEA’s recommendations and the environmental record before making a decision in this
proceeding.

Appendix A of the Final EIS contains the 257 written comments on the Draft EIS that SEA
received during the formal comment period that ended on February 2, 1998. However, SEA also
considered comments received after February 2, 1998. Although these comments are not
reproduced in the Final EIS, they are part of the Board’s administrativerecord and the Board will
consider them in making its decision.

SEA refined the analyses presented in the Draft EIS to include information that had been
previously unavailable and SEA provided a second comment period to allow those persons
affected by this new information to review and comment on the additional analyses. The
additional full 45-day comment period that ended on April 15, 1998, provided refined analyses
associated with hazardous materials transport, noise, and environmental justice issues. Table
AD-H lists the five letters that SEA received during this additional comment period, and
Attachment H includes copies of these letters. For summaries and SEA’s response to these
comments, see Section AD.4, “Summary of Comments and Responses.”

Table AD-H lists the comments received during the additional comment period by state and in
order of comment date. The reproduced comment letters follow the order presented in Table
AD-H. For ease of reference, each page of each document contains the document identifier
number listed in Table AD-H.

In addition to the comments submitted on the Draft EIS and the additional analysis, the Board
also received thousands of standard form postcards expressing support for the alternative routing
plan proposed by the City of Cleveland. (See Chapter 4, Section 4.19.1, “Greater Cleveland

Proposed Conrail Acquisition - May 1998 “Final Environmental Impact Statement
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Area, Ohio,” for a discussion about the City of Cleveland.) As of May 11, 1998, the Board had
received approximately 5,800 postcards.

TABLE AD-H

Comments Received by SEA on Refined Hazardous Materials Transport,

Noise, and Environmental Justice Analysis

New York

Comment Date Commentor, Subject of Document Document
ID
4/15/98 State of New York by and through its Department of Transportation; W. L. 4/17/98
Slover, et al.; Supplemental Comments on the Draft EIS 12:11:56 PM
North Carolina
Comment Date Commentor, Subject of Document Document
ID
3/23/98 Lauren Meyerhoff, Marshall, NC; Environmental Concerns 4/2/98
12:26:14 PM
Ohio
Comment Date Commentor, Subject of Document Document
D
4/13/98 ASHTA Chemicals, Inc., I. D. Chappell; Comments on the Draft EIS 4/16/98
9:28:27 AM
4/14/98 City of Conneaut, OH, R. Herron; Comments on the Draft EIS 4/16/98
10:40:04
AM
4/15/98 Ohio Attorney General, et al., K. G. O’Brien, et al.; Responsive Comment to 4/17/98
Board Decision No. 69 2:50:21 PM

Proposed Conrail Acquisition

May 1998
AD-H-2
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BEFORE THE
SURFACE TRANSPORTATION BOARD

CSX CORPORATION AND CSX
TRANSPORTATION, INC., NORFOLK
SOUTHERN CORPORATION AND
NORFOLK SOUTHERN RAILWAY
COMPANY
LEASES/AGREEMENTS -- CONRAIL,

-- CONTROL AND OPERATING

INC.

AND CONSOLIDATED RAIL CORPORATION

Finance Docket No. 33388

N

RECFIV

SUPPLEMENTAL COMMENTS
OF THE STATE OF NEW YORK

APR 15 195 -
Mait /
MANAGEMENT 4
S18 3

ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

OF COUNSEL:

Slover & Loftus
1224 Seventeenth Street, NW.
Washington, D.C. 20036

Dated: April 15, 1998

THE STATE OF NEW YORK BY AND
THROUGH ITS DEPARTMENT OF
TRANSPORTATION

Dennis C. Vacco

Attorney General of the

State of New York

Stephen D. Houck

Assistant Attorney General
George R. Mesires

Assistant Attorney General
120 Broadway, Suite 2601
New York, New York 10271

William L. Slover

Kelvin J. Dowd

Christopher A. Mills

Jean M. Cunningham

Slover & Loftus

1224 Seventeenth Street, N.W.
Washington, D.C. 20036

(202) 347-7170

Attorneys and Practitioners
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BEFORE THE
SURFACE TRANSPORTATION BOARD

CSX CORPORATION AND CSX
TRANSPORTATION, INC., NORFOLK
SOUTHERN CORPORATION AND

NORFOLK SOUTHERN RAILWAY

COMPANY -- CONTROL AND OPERATING
LEASES/AGREEMENTS -- CONRAIL, INC.
AND CONSOLIDATED RAIL CORPORATION

Finance Docket No. 33388

SUPPLEMENTAL COMMENTS
OF THE STATE OF NEW YORK
ON DRAFT ENVIRONMENTAL IMPACT STATEMENT

Pursuant to the Board’s Decision No. 69 issued February
27, 1998 in the above-captioned proceeding,' the State of New York
by and through its Department of Transportation ("New York")
hereby submits these Supplemental Comments on Draft Environmental
Impact Statement. These Comments address issues raised by “new
information” the Board’s Section of Environmental Analysis

("SEA”) has identified concerning potentially significant

'See Finance Docket No. 33388, CSX Corp. and CSX Transporta-

tion, Inc., Norfolk Southern Corp. and Norfolk Southern Ry. --
Control and Operating lLeases/Agreements -- Conrail, Inc. and
Congolidated Rail Corp., Decision No. 69, STB served Feb. 27,
1998.
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environmental effects of the transaction? under review in this
proceeding.
IDENTITY AND INTEREST

New York is a sovereign state, and a full party of
record in this proceeding. The New York State Department of
Transportation is the executive department responsible for
supervising and administering State policies and interests
relating to rail transportation through, within, or affecting New
York.

New York has an obvious and substantial interest in
protecting and enhancing the environment of its citizens. As
SEA’'s environmental review process recognizes, transactions like
the Applicants’ proposed division of Conrail have the potential
to drastically alter and permanently degrade the environmental
resources they affect. For this reason, and as required by
governing law, SEA has undertaken an extensive and on-going
examination of the proposed transaction’s impact on a wide range

of environmental issues.

For purposes of these Comments, the term “transaction” refers
to the division and acquisition of CRR, CRC, and their wholly-
owned subsidiaries (collectively “Conrail”), by CSXC, CSXT and
their wholly-owned subsidiaries (collectively “CSX”) and NSC,
NSR, and their wholly-owned subsidiaries (collectively “NS”).

For purposes of these Comments, the term “Applicant(s)” refers to
either or both CSX and NS; the term “Application” or “Primary
Application” refers to CSX/NS-18-25, submitted by the Applicants
on June 23, 1997, and accepted by the Board on July 23, 1997 in
its Decision No. 12.

-2-
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Of particular relevance to these Supplemental Comments,
SEA has reviewed the transaction’s likely impact on highway/rail
crossing safety and hazardous materials transportation. 1In
addition, SEA has studied the manner in which these -- and all
other environmental impacts considered -- will affect minority
and low-income populations as compared to the general population.

Since releasing the original Draft EIS last December,?
SEA has supplemented its findings on safety and environmental
justice issues several times. In particular, the Board’s
Decision No. 69 announces SEA’'s recent determination that the
Applicants’ plan to substantially increase freight traffic over a
line running through western New York could have significant
adverse safety and environmental justice impacts in that region.*
Specifically, SEA found that a near-doubling of freight train
traffic on NS’ line from Ashtabula, Ohio, to Buffalo, New York,S?
could significantly compromise at-grade crossing and hazmat
transportation safety, and, at the same time, raise environmental

justice concerns.

’See Finance Docket No. 33388, CSX Corp. and CSX Transporta-

tion, Inc., Norfolk Southern Corp. and Norfolk Southern Ry. --
Control and Operating Leases/Aqreements -- Conrail, Inc. and

Consolidated Rail Corp., Draft Environmental Impact Statement,
SEA served Dec. 12, 1997.

‘See Decision No. 69, supra, note 1 at 4.

*The DEIS identifies the NS line segment as “N-070.” See DEIS,
Executive Summary, Attach. ES-B.

-3 -

AD-H-3-d



Because NS’ Ashtabula-Buffalo line runs through the
City of Dunkirk, New York, the substantial projected increase in
traffic on this line causes the Mayor and people of Dunkirk, as
well as the State of New York, grave concern. Dunkirk and New
York agree with SEA that NS’ post-transaction operations may
threaten substantial harm to the safety of Dunkirk’s citizens
generally, and its minority and low-income populations in
particular. To inform the Board of the specific hazards NS’
projected traffic flow will create in Dunkirk, and to request
mitigation of such hazards in the form of a Board-ordered
condition re-routing NS traffic, New York submits these
Supplemental Comments and the attached Verified Statement of

Robert D. Kesicki, Mayor of Dunkirk.

COMMENTS OF THE STATE OF NEW YORK

The National Environmental Policy Act of 1969 (“NEPA”)
governs the Board’s decision-making in this proceeding, as the
transaction under review proposes “major Federal action
significantly affecting the quality of the human environment.”®
Pursuant to NEPA and its implementing regulations,’ the Board must

follow prescribed procedures designed to ensure its thorough

’See The National Environmental Policy Act of 1969, 42 U.S.C. §
4332 (2) (Q) .

'See id. 42 U.S.C. §§ 4321 et seqg.; 40 C.F.R. Pts. 1500-1508;
49 C.F.R. Pts. 1105 et seqg.

-4 -
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examination of environmental considerations as it determines
whether to approve or disapprove the pending Application. 1In
particular, NEPA directs that the Board’s environmental analysis,
as set forth in its Draft and Final Environmental Impact
Statements, evaluate not only the environmental impact of the
proposed transaction, but also the effects of “alternatives to
the proposed action.”® NEPA-implementing regulations require that
the Board “[r]igorously explore and objectively evaluate all
reasonable alternatives” to the action under review, and
“[d]evote substantial treatment” in the EIS to “each
alternative.”® 1Indeed, this comparative analysis of the proposed
action and other alternatives “is the heart of the environmental
impact statement;”'® it both facilitates and encourages judicious
resolution of inevitable “conflicts concerning alternative uses
of available resources.”!'!

Neither SEA nor the Applicants have considered
alternatives to certain planned, post-acgquisition activities that
threaten substantial harm to Dunkirk citizens. As the

Applicants’ Operating Plans make clear,'® and SEA has

%42 U.S.C. §§ 4332(2) (C) (iii), (E).
°See 40 C.F.R. §§ 1502.14(a), (b).

714, § 1502.14.

"'See 42 U.S.C. § 4332(2) (E); 40 C.F.R. § 1507.2(d).

2see Application CSX/NS-20, vol. 3B.

-5~
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acknowledged,'® NS intends to increase freight train traffic
running through Dunkirk by more than 100% upon approval of the
proposed transaction. This additional traffic on NS’ at-grade
line will severely compromise the safety of Dunkirk residents, by
increasing risks to schoolchildren at railroad crossings;
interfering with emergency vehicle response efforts; and
increasing the risks of train-related hazardous materials
accidents. (See Kesicki V.S. at 1-8 (describing the effects of
NS’ projected traffic increase).) Each of these impacts, in
addition, will particularly affect Dunkirk’s minority and low-
income populations. (See id.)

The Applicants have not suggested, nor has SEA
considered, alternatives to NS’ planned, dramatic increase in
traffic over its at-grade line through Dunkirk. As means of
assisting the Board’s evaluation of “alternatives to the proposed
action,” New York submits the attached Verified Statement of
Mayor Kesicki describing an alternate arrangement that both
accommodates NS traffic moving through Dunkirk, and protects
Dunkirk citizens from the adverse safety impacts NS’ present
plans for such traffic entail. Specifically, Mayor Kesicki
outlines and requests a condition on the proposed transaction
requiring that Applicants revise their Operating Plans to re-

route some or all NS traffic across Dunkirk over the existing,

“See DEIS, Executive Summary, Attach. ES-B at 9.

-6-
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grade-separated Conrail tracks in northern Dunkirk. (Kesicki
V.S. at 8-10.) Mayor Kesicki urges that diverting traffic from
NS’ at-grade track to this grade-separated line in downtown
Dunkirk will alleviate the adverse and disproportionate safety
impacts the Applicants’ transaction will otherwise have on the
Dunkirk community. (Id.)

New York supports Mayor Kesicki’s requested re-routing
measure és an alternative preferable to the Applicants’ planned
increase in train traffic on NS’ at-grade line. The dangerous
consequences of doubling operations over NS’ line, and the
particular impact such consequences will have on Dunkirk’s
minority and low-income populations, require that the Board adopt
“alternative” arrangements without such severe safety and

environmental justice impacts. To this end, New York urges that

AD-H-4-d



the Board use its broad conditioning power in this proceeding to

implement the re-routing mitigation Mayor Kesicki requests.

Respectfully submitted,

THE STATE OF NEW YORK BY AND
THROUGH ITS DEPARTMENT OF
TRANSPORTATION

By: Dennis C. Vacco
Attorney General of the
State of New York

Stephen D. Houck

Assistant Attorney General
George R. Mesires

Assistant Attorney General
120 Broadway, Suite 2601
New York, New York 10271

William L. Slover
OF COUNSEL: Kelvin J. Dowd
Christopher A. Mills

Jean M. Cunningha VNJ(}AV“A
Slover & Loftus Slover & Loftus

1224 Seventeenth Street, NW. 1224 Seventeenth Street, N.W.
Washington, D.C. 20036 Washington, D.C. 20036
(202) 347-7170
Dated: April 15, 1998 Attorneys and Practitioners
-8-
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VERIFIED STATEMENT
OF
ROBERT D. KESICKI

My name is Robert D. Kesicki, and I am the Mayor of the
City of Dunkirk, New York. Dunkirk is located in Chautauaqua
County, New York, approximately 70 miles southwest of Buffalo,
and 50 miles east of Erie, Pennsylvania. Dunkirk is bordered on
the north by Lake Erie, and traversed by two major railroad
lines: Conrail operates over elevated track running through the
northern portion of the City; Norfolk Southern (“NS”) operates
over an at-grade line through the southern portion of the City.!
Both railroad lines pass through Dunkirk en route from Ashtabula,
Ohio and other locations, to Buffalo, New York and other
locations.?

In the event the Board unconditionally approves CSX/
NS’ pending application to divide and acquire Conrail’s assets,
the City and people of Dunkirk will suffer significant adverse
environmental impacts in the form of increased safety hazards
caused by changes in rail traffic through the City. As the SEA'’s
Draft EIS recognizes, the Applicants anticipate an almost two-

fold increase in post-transaction traffic over NS’ at-grade line

!See Map of Dunkirk, Ex. RDK-1.
*The DEIS identifies these Conrail and NS lines segments as

“"C-690" and "“N-070" respectively. See DEIS, Executive Summary,
Attach. ES-B.
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across southern Dunkirk.? NS plans to add 13.2 trains per day --
up from 12 trains per day -- to its freight train traffic already
traveling through the southern part of the City.* As detailed
below, this added train traffic will compromise the safety of
Dunkirk’s schoolchildren, impede the City’s emergency response
operations, and increase the risk of disaster from hazardous
materials spills or leaks. Each of these effects, in addition,
will have a particular impact upon Dunkirk’s minority and low-
income populations. The purpose of this Verified Statement is to
inform the Board of these hazards and concerns, and to urge that
the Board provide for their mitigation by imposing a condition on
the proposed transaction, re-routing NS freight train traffic
from NS’ at-grade line to the elevated Conrail line through
Dunkirk’s downtown area.

1. Increased and Disproportionate Safety Hazards:

Danger to Dunkirk Schoolchildren Crossing
Railroad Tracks

Chautauqua County has a population of 141,895 people.’
The County includes the cities of Jamestown and Fredonia, among

others, in addition to Dunkirk. Dunkirk is a city of 13,989

*DEIS, Executive Summary, Attach. ES-B at 9.
‘1d.

®1990 U.S. Census Data, Database: C90STF1A, Chautaugqua
County.
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people, approximately 63% of which qualify as ethnic
“minorities,” or belong to “low-income” households.® A portion
of Dunkirk’s minority and low-income population resides in the
Courtney Street Apartments housing project located just north of
NS’ tracks, on Courtney Street and Maple Avenue. Other low-
income families in Dunkirk live south of NS’ line, in
neighborhoods near the recently closed elementary School No. 6.

Until the Spring of 1997, children living near School
No. 6 attended that elementary school; they generally walked to
school each day, as the City did not provide buses to transport
them the short distance from their homes to the elementary
school. School No. 6 closed permanently at the end of last
school year. As a result, students formerly assigned to School
No. 6 now attend School Nos. 3, 4, 5, and 7.

School Nos. 3-5 and 7 are located on the opposite side
of NS’ railroad tracks from School No. 6. Most children living
near the closed School No. 6 have continued walking to their new
schools. These children, therefore, must cross NS’ railroad
tracks twice each day on their way to and from school. At
present, children may cross the NS tracks at several different
points where the line intersects with Dunkirk city streets.

These at-grade crossings are open to vehicular and pedestrian

See Ex. RDK-2.
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traffic, and are equipped with signs warning cars and pedestrians
that trains pass over those city streets. Signs also warn train
locomotive drivers as they approach these open crossings, and
alert them of possible vehicular or foot traffic in the area.

Children who now travel over NS’ tracks daily rely on
the open at-grade crossings to safely cross the railroad line.
Though trains run over the NS line on a regular basis, children
are protected -- at least to some degree -- by the signs at these
road crossings, and train operators’ awareness that such
crossings are open and in use. The CSX/NS Application under
review in this proceeding, however, indicates that train traffic
on NS’ line through Dunkirk will increase dramatically upon
approval of the proposed transaction. The contemplated, near-
doubling of train traffic on NS’ line means that schoolchildren
will far more likely encounter trains during their journey across
the tracks; increased encounters with trains translate into
increased risk of train-related accidents.

NS and CSX have not undertaken any action to
effectively mitigate such an unacceptable, adverse impact of
their proposed plan. Instead, NS has indicated its intent to
take steps exacerbating the adverse safety impacts its increased
train traffic will have upon Dunkirk’s pedestrians.

Specifically, NS seeks to close six at-grade crossings in the

- 4 -
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area near old School No. 6; children used to traversing NS’ track
at such crossing points will likely continue to do so after their
closure, yet those crossings will no longer be designated or
protected as vehicular and pedestrian crossings.’

Dunkirk strongly opposes NS’ proposed crossing closings
in light of the diminished level of protection such closings will
portend for children walking to school across the tracks,® and in
particular, low-income children from the old School No. 6
neighborhoods.® More fundamentally, however, Dunkirk objects to
NS’ projected, drastic increase in freight traffic running
through the old School No. 6 area and across the entire southern
portion of Dunkirk. To alleviate the impact of this increased
train traffic on pedestrian safety, and for the additional

safety-related reasons discussed below, Dunkirk urges that the

NS’ position on the closing issue has changed several
times; in April, 1997, NS indicated its intent to heed the wishes
of Dunkirk citizens, and keep the crossings open. See Ex. RDK-3
(newspaper article from Dunkirk’s Evening Observer).

®Indeed, the Chautauqua County Legislature unanimously
adopted a resolution last April opposing NS’ proposed closings
and the adverse consequences such closings would have on the
“safety, health, and convenience” of Dunkirk citizens. See
Emergency Motion No. 23-97, Ex. RDK-4.

Dunkirk fears that even more children will be endangered in
the future, as several youth-oriented organizations have
expressed interest in occupying the old School No. 6 building.

See Ex. RDK-5 (newspaper article from Dunkirk’s Evening Observer
describing interested groups) .
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Board adopt the mitigation measure described infra, requiring
Applicants to divert trains from NS’ track to the elevated line
passing through downtown Dunkirk.'’

2. Increased and Disproportionate Safety Hazards:
Impaired Emergency Response Operations

In addition to compromising the safety of pedestrian
schoolchildren, NS’ increased freight train traffic will gravely
impair the ability of emergency response vehicles to reach
Dunkirk residents in need of help. More traffic on NS’ at-grade
line means more frequent blockage of Dunkirk’s city streets while
trains pass through 25 times each day. Such increased blockage
translates into a greater likelihood that police, fire trucks,
and ambulances will encounter trains en route to emergency
situations or hospitals, and lose precious time waiting for the
tracks to clear.

NS’ plan to close a number of crossings along its line
will further impede and critically compromise Dunkirk’s emergency
response operations. NS’ contemplated closings will reduce the
number of crossing points over its track, forcing vehicular

traffic to wait longer at the crossings that remain open. Fewer

In the event the Board declines to adopt Dunkirk’s
requested re-routing mitigation measure, Dunkirk asks that the
Board protect Dunkirk pedestrians by requiring NS to, at the very
least: (1) leave all grade crossings through residential Dunkirk
open; and (2) equip those crossings with the most advanced
warning and crossing protection devices available.

- 6 -
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available crossing points, in addition, will detour emergency
vehicles over indirect and round-about routes to access emergency
situations, as dictated by the location of open crossings.

Again, this will dangerously increase response times, and imperil
the lives of Dunkirk citizens in need of emergency services.

As mentioned above, some of Dunkirk’s low-income
population resides on the southern side of NS’ tracks. It is
these people who will bear the potentially life-threatening
consequences of impaired emergency service caused by train
traffic delays. The Board must consider this disproportionate
impact in evaluating the grave effects the Applicants’ plans will
have upon the Dunkirk community as a whole.

3. Increased and Disproportionate Safety Hazards:
Danger From Hazardous Materials Transportation

NS’ proposed increase in traffic through Dunkirk poses
yet another threat to the health and welfare of Dunkirk’s
citizens. The additional traffic NS intends to move includes
18,000 more carloads per year of hazardous materials than
presently travel over the NS line.'' This represents a more than
three-fold increase in hazmat transportation through Dunkirk -- a
jump from 8,000 carloads per year to 26,000 per year. This

dramatic increase creates a hazard for Dunkirk residents living

'See DEIS, vol. 3B at NY-13.
-7 -
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near the NS line, in the form of increased risks of exposure to
toxic substances emitted or spilled from the trains.'? Once
again, this consequence of the Applicants’ plan has an
unacceptably disproportionate effect on minority and low-income
Dunkirk citizens. As mentioned above, a part of Dunkirk’s low-
income population lives in the old School No. 6 area. Minority
and low-income citizens also reside along NS’ line in and near
the Courtney Street Apartment complex. These citizens -- living
close to NS’ line and crossing it frequently -- will most
directly suffer the effects of hazmat leaks or accidents from NS
trains passing through 25 times each day. Environmental justice
concerns mandate particularly close attention to and appropriate
mitigation of this safety impact resulting from NS’ projected
increased traffic.

4. Re-routing NS Traffic to CSX’'s Elevated Track Will

Effectively Mitigate Transaction-Related Harm to
the Dunkirk Community

Taken together, the safety and environmental justice
issues described above -- relating to grade-crossing problems,
emergency vehicle delays, and hazmat transportation hazards --
require that the Board use its broad conditioning power in this

proceeding to ameliorate the impact of these effects on Dunkirk

2See Ex. RDK-6 (newspaper article from Dunkirk’s Evening
Observer describing concern over train transportation of
hazardous materials through the City).

- 8 -
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generally, and its minority and low-income populations in
particular. As the Chautauqua County Legislature unanimously
agreed last April,*’ and dozens of petitioning Dunkirk residents
have urged,'® CSX and NS can and must take steps to eliminate the
dangerous effects their proposed transaction will have on the
people of Dunkirk. Either voluntarily or by Board Order, the
Applicants must modify their present Operating Plans, and move
some or all current and prospective traffic from NS’ at-grade
line onto the existing, grade-separated Conrail track through
downtown Dunkirk. This diversion of NS traffic will dramatically
improve safety for Dunkirk citizens residing near or along-side
NS’ line, as crossing safety problems and delays will decline,
and the risk of hazardous materials accidents affecting
residential neighborhoods will diminish. This reassignment of
traffic to the elevated track will not significantly increase
hazards in the downtown area, as the grade separations eliminate
crossing concerns, and distance hazardous materials leaks or
accidents from homes and businesses. This northern, downtown

section of Dunkirk, moreover, is far less residential than the

13gee Resolution No. 58-97, Ex. RDK-7; see also Ex. RDK-8
(newspaper article from Dunkirk’s Evening Observer describing
county legislative support for re-routing mitigation).

M“gee Petition Supporting Relocation of Railroad Lines Out
Of The Fouth Ward, Ex. RDK-9 (sample page).

- 9 -
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area surrounding NS’ line in the southern part of town.

To avoid the intolerable and disproportionate impacts
the Applicants’ proposed transaction will have on the safety of
Dunkirk citizens, Dunkirk asks that the Board adopt the re-
routing measure described above. Dunkirk does not seek to
foreclose train traffic from crossing through the City, but only
asks that such traffic travel the safest route possible, elevated
above the City, rather than on at-grade tracks cutting through

city streets and residential neighborhoods.
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APR-13-98 21:40 FROM:SLOVER & LOFTUS ID: 2023473618 PAGE 11/11
VERIFICATION

State of New York

County of Chautaugua

Robert D. Kesicki, being duly sworn, deposes and says
that he has read the foregoing Statement, knows the contents
thereof, and that the same arxe true as stated to the best of his

knowledge, information and belief.

ert D. Kesicki
/ Mayor of the ty of Dunkirk

Subscribed and sworn to before
me this [u‘ﬁday of April,
1998:

,lzibﬁ\ /77 (?i;lxwféé;¢yﬂ
Notary Public in and for the State
?E&msu-dmvm
No. 01DOS5063090

Comemisuon Expwos Decarer 1, 19/
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Exhibit RDK-2
(1 of 3)
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Exhibit RDK-2
(2 of 3)

DUNKIRK CENSUS DATA (1990)

City of Dunkirk
Racial Breakdown -

Clty Total Consus Tract35¢  Comsus Tract355  ComsusTract3S6  Cansus Tract 347
Number  Percent  Number  Porcent  Number Perceat .:Number . - Porcent ,mim_bef ,:PercaAn(:‘.f-

Tota! population 13989 1000% 3377 1000%  33%  100.0% 382 1000% 3398
NooHispamic . * ‘ L i S

White 1417 B16% 2606 792% 2539 8% 3,287 [ BEO% .

Bfack o 62 3% 85 2E% 205, Cge v C26%, -

Amarican'Indian ' 19 01% 14 04% o 5 01%

Asiaa 15 0.3% 10 3% '_i_o_ . 8 2%

Higanic Origin 2096  147% 892 175% 652  19.2% 0 426 111%

Soucce: Bureau of the Census . L vl
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Exhibit RDK-2
(3 of 3)

DUNKIRK CENSUS DATA (1990)

DEPARTMENT OF HOUSING 2 URBAN DEVELOPMENT
PERCENT OF LOW AND MODERATE PERSONS BY BLOCK GROUP AND CENSUS TRACT

OR1  DUNKI1RK METRO CODE 3610
O AND MOD INCOME LEVEL USED» 4-PERSON INCOME LEIMIT 26300 COUNTY CODE 013
IRST QUARTILE THRESHOLD: ©65.40 REGION: 02
TOTAL
CENSUS BLK TOTAL LOW-MOD PERCENT
LVL NAME PLACE MCD TRACT GRP PERSONS PERSONS LOW-MOD
080 Tract 354 9060 40 0354 272 1672 4T.78
090 BG | 966 40 03G4 1 1279 776 40.67
090 BG 2 958 40 0364 4 T78 429 B83.35
090 BG 3 $G0 40 0364 3 1239 67 29 .44
080 FTract 3TS 958 40 035T 3336 ters 86.29
090 EQ 1t 995 40 G306 1 1161 493 42.83
090 BG Z 755 40 0399 2 1103 8B4 TT.61
090 BG 3 65 40 0355 3 1082 529 48.69
080 Tract 3566 968 40 0356 3I&TT 1481 40.28
090 B4 1 56 40 0366 i 1146 G14 44.85 -
090 B84 2 P68 40 035& 4 1423 47T 33.562
0%0 PG 3 968 40 0356 < 1108 490 44.22
020 Tract 357 968 40 0367 3294 1378 41.83
090 BG 1 P56 40 0367 i 1074 695 66.40
0%0 Ba 2 65 40 0357 2 1222 493 40.34
090 BQ 3 9?68 40 0367 3 ?90 291 29.16
080 Tract 360 (pt.) bl 40 0360 0 o 0.00
i 7514\ 0?0 BG 4 (pt.}) 9606 40 0340 4 o o 0.00
EC ENTITLEMENT COMMUNITY TOTALS 13699 6309 46.39
SOURCE: 1990 CENSUS SPECIAL TAB TAPEs STATE OF NEW YORK DATE 08/18/%3
PAGE 001
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Exhibit RDK-3

EVENING OBSERVER

April 9,

1997

Plan to close 4th Ward rail crossings
abandoned after packed info session

DOUG coy
OBSERVER Staff Wrutar
. A proposal to close six railroad crossings in the 4th
Ward of the city of Dunkirk has been dropped by the
Norfolk Southern Cotp.
~ The decision follows an tufornational meeting

held Tuesday night at Dunkirk City Hall among rail- P

road officlals, local elected officlals and members of
the public.

- About 60 people attendec. the sesston, the majority
pt whom were 4th Ward residents opposad to the
Elan, which would have closed crosslngj on Kin
treet, Lincoln Avenue, and Lorc, Hoyt, Nevins an
Townsend streets.

After a session that lasted more than an hour, Bill
Hughes, a manager with Norfolk Souther., sald the
railroad would drop its proposal
- “We're not going to push the issue,” ¢ said, “If
you don't want it, we're not going to do it
' When asked directly by an audience member If the
crossings would be closed, Mr. Hughes said, “The
answer is no."”

i However, Mr, Hughes said tha- dot s not mean the
railroad won't bring the issue up again in the future

. During a Eresentatlon on the proposal — termed
the “Dunkirk Safety Corsicior Profect — Mr. Hughes
said safety reasons were behind the Notfolk Southern

O CSX, Norfolk Southern reach plan
for splitting up Conrail track lines

Page B6

lan.

While the railroad has the safest employee work
record, it is among the worst for at-grade crossing
accidents, Mr. Hughes said.

As a result, the railroad has proposed closing as
many of its at-grade crossings as possible.

Mr. Hughes said this sectlon of track was targeted
because there are 9 crossings within 6/10ths of a mile.

“From a loglstic standpoint, there’s no need for that
many crossings,” he said.

However, residents expressed concerns over the
safety of pedestrians — especially children — should
the crossings be closed.

Police Chief John Yannle also cited similar con-
cerns.

“I don't support the closing of those grade cross-
ings,” Chief Yannie said. “My concern Is for the safety
of Kids in the area.”

Fire Chief Mike Edwards also said he had “major

$e¢ CROSSINGS, Page A2

Crossings

Continued from Page 1

concerns’ related to response
times and water supply.
Another concern raised was that

closing the six crossing would
create traffic, congestion at the
remaining crossings.

The city council also went on the
record opposed to the proposal.

“We have had several weeks of
conversations with people on this
issue;" Councllman-at-laige Frank
Gawroanski said “There will be a
resolution at our next meeting
'he answer Is no."”

Based on the concer:is and oppo-
sition, Mr. Hughes said the pro-
posal will be dropped at this time

AD-H-9-a



CHAUTAUQUA COUNTY

rease vee  EMERGENY  MOTION NO. FS- Q7

Exhibit RDK-4

TITLE: OPPOSING NORFOLK SOUTHERN RAILROAD'S PROPOSAL TO CLOSE RAILROAD CBQ§§1§§§~
IN DUNKIRK
BY: Legstr. Tarnowski; & Legstr. Szot:

AT THE REQUEST OF:

WHEREAS, the Norfolk Southern Railroad has‘contacted the C%ty of
Dunkirk to propose the closing of a number of railroad crossings in the
Fourth Ward, and

WHEREAS, a recent public meeting with residents made it clear that
such closings__present serious problems with health, safety and
convenience of residents, and

WHEREAS, better alternatives should be examined by Norfolk Southern
Railroad, such as relocation of the tracks, therefore

LET IT BE KNOWN, That the Chautauqua County Legislature hege
expresses its opposition to the closing of any ra;lroa@ qr0551ngi )4
Norfolk Southern Railroad in the Fourth Ward of Dunkirk, it is therefore

MOVED, That the Clerk of the Legislature forw;rd copies of th;s
motion to the Mayor of Dunkirk and the Common Council, Senator Jess dJ.

Present, Assemblyman William Parment, Assemblywoman Patricia McGee, and
the NYS Department of Transportation

(2 27 P st

P

AD-H-9-b
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Exhibit RDK-5

EVENING OBSERVER

December 12, 1997

Three groups still have interest in School 6

8y DOUG coY
OBSERVER Stati Writer

Three different groups have expressed intesest in
the vacant school 6 bullding, according to Dunkirk
School Board 'resident Robert Barlette

During 2 board meeting on Tuesday, Mr Rarlette
said the Northern Chautauqua Boys & Girls C.ub has
Jan Interest tn leasing the facility, which closed in
une

The ciub s currently located In the Masonic Temple
Building i Central Avenue.

Or: Thursday, the school board president :aid the

, Raridolpia Children's Academy is also interested in the

buidir:g and Is working to obtain a grant

The boa:d president sald representatives of both the
Boys & Girls Club and the Randolph Academy have
toured the bullding.

M Barlette also sald Chautauqua Opportunities

- Inc also has an interest but has not presented any-

thing to the district in writing.

During a meeting in September, Si.perintendent

AD-H-9-¢

Terry Wolfenden said both the Randolph Academy
and COI had made preliminary inquirles regarding
the butlding. . .

The board of education decided to close School 6
iast March in an effort to consolidate and possibly
reconfigure the district's elementary schools.

A large number of parents and other residents
opposed the move. .

During Tuesday's meeting, the board was asked
what will become of the “personal ftems" from the
school, such as photographs and videotapes of events
at the school.

Superintendent Wolfenden sald she would
schedule a meeting with the former School 6 PTO
officers to discuss the matter, noting there has been’
discussion of donating some ltems to the Dunkirk
Historlcal Soclety. ,

A parent also suggested some of the items also be
donated to the Dunkirk Free Library so parents would
have access to them.



EVENING OBSERVER

October 14, 1997

Resident asks for closer look
at train speeds through city

By DOUG COY
OBSERVER Steft Writec

The speed of trains passing
through the city of Dunkirk will
recefve some attention 'n the wake
of a recent major derailinent in the
area,

A letter from Nevins Stceet resi-
dent Joseph Skubls asking city offi-
cials to ook into the matter was
received during a common council
meeting last week.

In Septentber, 39 cars on a Con-
rail train derailed just west of the
cty.
“In light of the recent train
derallment, recent pedestrian-train
accidents and the reported 43-year
history of train derailinents, 1
think It's time we take a look at the
speed at which trafns travel
through our city,” Mr. >kubls
wrote.

The letter also noted a news-
paper article on the recent derail-
ment Indicated trains carrylng

flammable and toxic chemicals are
passing throudghfthe city.

“Slowing down while passing
through a city this size doesn’t
seem like too much to ask,” Mr.
Skubis wrote, “Will someone try
asking?”

Police Chief John Yannie said
there is a speed limit for trains on
the books,

“We have a local law that sets
the s;)eed at 40 mph at grade cross-
ings,” he said.

owever, enforcement of the
speed limit for trains is not within
the clty’s jurisdiction.

Chief Yannie said he has con-
tacted railtoad officials on the
matter and they are willing to work
with the city to address train
speeds.

Councilman-at-large Frank
Gawronski also asked Chief Yannie
to consider using radar to check
train speeds as they pass through
the city.

AD-H-9-d
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Exhibit RDK-7

Woloczyn
By gmm.»eumﬁF g L€
SCCM ,"1 S ™
IN SUPPORT OF RELOCATION OF N
NORFOLK SOUTHERN TRACK FROM 5 .=
THE FOURTH WARD TO THE ELEVATED g g
RAIL CORRIDOR @GR
o -*ZES
T o
~<om
WHEREAS, the Norfolk Southern tracks that run through the Fourth Wa@ cau: a
(%)

number of safety and other problems for the residents, and

WHEREAS, after a recent public meeting with residents, Mayor Wuerstle has contacted
various organizations for their support for a plan to relocate the tracks to the elevated rail

corridor as a condition of the current merger plans, and
WHEREAS, a petition drive has begun in support of such relocation, and
WHEREAS, the Common Council supports a plan to relocate the tracks, now, therefore,
be it

RESOLVED, that the Common Council hereby expresses its support for the relocation of
the Norfolk Southern tracks that run through the Fourth Ward to the elevated corridor as a
condition of the current merger. Such support, however, should take into consideration a

plan to meet the needs of those companies presently using this service.

Carried, all voting avye.

AD-H-10-a



Exhibit RDK-8

EVENING OBSERVER

April 28, 1997

County legislator from Dunkirk lends
support for plan to reroute rail traffic

By DOUG Coy
OBSERVER Staff Writer

A local county legislator has announced he Is on
board with a plan to reroute the majority of railroad
traffic out of the 4th Ward in the City of Dunkirk

Chester L. Tarnowskl, representative for Legislative
District 3, has sent a letter to the Norfolk Southern
Corp. supporting a plan to reroute the majority of ts
ral traffic through the city to the elevated Conrail
line along Third Street.

“Nearly 15 years ago, | was appointed by then
Mayor Edwin Gregoreski, to a committee to review
the possibility of rerouting the Norfolk Southern
traffic to the Conrail corridor to the nortk,” Mr
Tarnowskl stated in his letter.

“This proposition would nearly eliminzte all main-
line traffic with the exception of delivery spurs to
local industry.. | have included a sketch which was
presented 15 years ago b{ Conrall indicating the pro-
posed {nterconnection of Norfolk Southern and Con-
rail alignments.”

Mr. Tarnowsk! noted In his letter that « similar relo-
cation project is being considered in Eric, Pz

The clty 1s cutrently qrganizing a campaizn to have
the rall traffic rerouted. [t Includes an onyolng peti-
tion drive,

Mayor Margaret Wuerstle said merger 1lks between

Chester Tarnowski, representative
for Leglslative District 3, has sent
a letter to the Norfolk Southern
Corp. supporting a pian to reroute
the majority of its rail traffic
through the city to the elevated
Conrall line along Third 8treet.

CSX and Norfolk Southern that include the takeover
of Conrail lines may provide an opportunity to
accomplish the goal.

Norfolk Southern had proposed closing six at-grade
rall crossings In the 4th Ward. Raflroad officials cited
safety concerns as the reason for the proposal.

However, the plan was dropped earlier this month
based on opposition from 4th Ward residents. The
plan was also opposed by Police Chief John Yannié
and Fire Chief Mike Edwards.

Concerns over pedestrian safety and emergency
response times were among the issues

Mayor Wuerstle sald the city plans to use the safety
information presented by Norfolk Southern along
with the petitions it gathers in Its proposal to reroute
the traffic. The city council recently passed a resolu-
tion in support of the plan to reroute train traffic

AD-H-10-b



Exhibit RDK-9

PETITION SUPPORTING RELOCATION
OF RAILROAD LINES OUT OF THE FOURTH WARD

We, the undersigned, strongly urge that the Norfolk Southern railroad
tracks that presently run through the Fourth Ward be relocated to the elevated
track that runs through the downtown area, and that relocation of these tracks
be made a condition of the proposed merger. We feel that such relocation will
improve safety and will enhance the Fourth Ward.

Name Address
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ggg%RAL ADMINISTRATIVE UNIT C
DOCUMENT # 4-2-9% 22 497 PO Box 187

Marshall, NC 28753
March 23, 1998

Office of the Secretary
Case Control Unit, Finance Docket No 33388
Surface Transportation Board

1925 K Street NW ERVIRONMENTSA L
Washington, DC 20423-0001 D G C @ ? ﬁ = NT &
fn

Attn  Elaine K Kaiser, Environmental Project Director, Environmental Filing

Dear Board Members

After reviewing the Draft Environmental Impact Statement of the proposed Conrail acquisition of Norfolk Southern,
I would like to express my opinion as outlined below

1) Transportation through our state of toxic waste of any kind and in any form is unacceptable

2) Transportation of toxic waste through the Western North Carolina corridor (from Tennessee through Asheville)
is extremely dangerous due to rough terrain and sporadic weather issues Heavy-loaded trains traveling up
and down mountainous terrain invites trouble Go stand next to the tracks as the train passes through Marshall
and listen to the brakes squealing, continuously! Frightening!

3) There have been several train accidents within recent memory of Marshall residents--already more than
one in 125 years as the Impact Statement proposes Increased traffic would present a much greater risk than
‘guesstimated ’

4) The train line runs along the French Broad River, NOT noted in the impact statement Any spillage would
most likely run directly into the fast running river presenting an impossible situation to clean up Any
seepage into water aquifers would permanently damage our fresh drinking water supply Residents use
either a spring or well for drinking water as opposed to reservoir supplied

5) Should an accident occur, our local, volunteer based emergency response teams are not equipped and simply
cannot not respond quickly enough to divert a disaster Even with training, we just would not know what
to do In addition, most accident prone locations are inaccessible to emergency response equipment,
and the river is nmot navigable. One bridge spans the river in the center of town, with our only RR
crossing on one end and our elementary school located on the other We do not and cannot maintain duplicated
toxic waste cleanup equipment and crews on both sides of the river.

6) Members of our community don’t want to become sick and die from radiation or chemical poisoning Please do
not take advantage of us for the sake of making large corporate profits

Sincerely,

S

Lauren Meyerhoff
Citizen of Madison County, N C

AD-H-10-d



gENTRAL ADMINISTRATIVE UNIT

D: _Y-ro-95

.

C/ / ULMER & BERNE 112 CUMENT # tlefzs 225" 22 4

ATTORNEYS AT LAW
Internet Address Bond Court Building Columbus Office
‘http://www.ulmer.com/ 1300 East Ninth Street, Suite 900 88533;?;3? gﬁriie& gi:;_tg 1080
E-mail Address Cleveland, Ohio 44114-1583 Fax (614) 228-8561
ichappe]l@u]fner com Fax (216) 621-7488 Telephone (614) 228-8400

INAJO DAVIS CHAPPELL (216) 621-8400
. Direct Dial (216) 902-8930

April 13,1998

"VIA OVERNIGHT MAIL

zSurface Transportation Board
Office of the Secretary
The Honorable Vernon A. Williams
1925 K Street, N.W.
Washington, D.C." 20423

Re:  Finance Docket No.33388, CSX Corporation and CSX Transportation,dnc.,-Norfolk
Southern Corporation and Norfolk Southern Railway Co. -- Control and:Operating
Leases/Agreements— Gonrail, Inc. and Consolidated Rail Corperation

=Pear Secretary Williams:

In accordance-with the February 27, 1998 Decision No. 69 of the Surface Transportation

«Board in the captioned docket, enclosed-for filing is AHSTA Chemicals Inc. comments on the Draft

‘Environmental Impact Statement (ASHT-15). «@ne original and twenty-six copiesofithe ASHT-15

-pleading are enclosed. Please return the extra copy to us date-stamped in the enclosed self-

- =addressed envelope.<Copies of ASHT-15-arebeing served via first-class mail, postageprepaid, on
the Honorable Jacob Leventhal, counsel. for Applicants, and all parties of record.

/f;ry truly yours '
5é§&( () / M) Lu

Inajo Dav1$ C appel

“ 114/774486 m1 . FMIERED
Enclosures Cifice of the Secretary
~zcc=All Parties on Official Service List (w/encl.)
APR 1 51008
Part of
Public Record
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ASHT-15

BEFORE THE
SURFACE TRANSPORTATION BOARD

‘Finance Docket No. 33388

CSX’CORPORATION AND CST TRANSPORTATION, INC.
"NORFOLK SOUTHERN CORPORATION AND
“NORFOLK SOUTHERN RAILWAY COMPANY
~-GONTROL-AND.OPERATING LEASES/AGREEMENTS--
CONRAIL JNC. AND CONSOLIDATED RAIL CORPORATION

‘ASHTA CHEMICALS INC.

Now-comes"ASHTA Chemicals Inc. by and through counsel and, pursuant to
Decision No. 69 in the above-captioned matter, respectfully submits Comments-on-the Draft

Environmental Impact Statement-of the Section of Environmental Analysis.

*Respectfully submitted,

Chistsles C S il

CHRISTOPHER C. McCRACKEN, ESQ.
INAJO DAVIS CHAPPELL, ESQ.
UL'MER & BERNE

1300 East Ninth Street, Suite 900
Cleveland, Ohio 44114

216-621-8400

Attorneys for ASHTA Chemicals Inc.

AD-H-11-b



COMMENT

I. INTRODUCTION

ASHTA Chemicals Inc. (“ASHTA”) is an Ashtabula, Ohio-based manufacturer and
shipper of sensitive chemical material classified as hazardous under applicable state and federal
law The present-acquisition, if approved as proposed, would invoive an increase in the rail
shipment of this hazardoeus material from Ashtabula, Ohio to Buffalo, New York, where it would
then be switched andrerouted back in the direction from which it came, and along to southern and
western destinationsthroughout the United States The mere identification of this route as having
potentially significant .environmental impacts requires heightened scrutiny by the Surface
Transportation Board (the “Board”) relative to ASHTA's concerns and its request for relief. Indeed,
one of the reasons-underlying ASHTA's request for conditions concerned public safety and the
hazards posed by increased traffic of chemical products inefficiently transported on this rail
segment.!

As discussed in ASHT-11, the circuitous routing of hazardous material threatens
the public interestby-needlessly increasing the amount of hazardous material transported by rail.

Indeed, this material:could be shipped more safely and more efficiently to its southern and western

'The Draft Envirommental Impact Statement (“EIS”), inclusive of the Additional
Environmental Information set forth in this Board’s February 27, 1998 Decision No. 69 (“Decision
No. 69"), identifies the Ashtabula, Ohio -- Buffalo, New York line (“N-070") along which these
hazardous materials would be shipped northward as a key route, a major key route, and a segment
with potential hazardous material transport impacts on minority and low-income populations, thus
requiring mitigationsstrategies. +EIS Volume 3B, Ch. 5-OH, Tables 5-OH-1:and 5-OH-10; Decision
No. 69 at p. 4. Specifically, N-070 is expected to see an increase from 8,000 to 26,000 hazardous
material carloads shipped uponit annually, a greater than three-fold increase. EIS Volume 3B, Ch.
5-OH, Table 5-OH-10. N-070 is also expected to see an estimated change in years between
accidents from one every 349 years pre-Acquisition to one every 175 years post-Acquisition. EIS
Volume 3B, Ch. 5-OH, Table 5-OH-6.
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destinations via a direct zrail route, rather than up to and back from Buffalo. ASHTA requested
this Board to conditien approval of the present transaction upon Applicants’ implementation of
an existing switch rin¢he West Yard area of Ashtabula, Ohio, so that ASHTA and any other
captive shippers®of:chemical product in the Ashtabula, Ohio area may ship their products more
directly and heneceamoressafely to ultimate southern and western destinations.

In"light of the recent identification of the N-070 line as a route having significant
environmental impacts,«this Board has a duty to consider the impacts identified, fashion an
appropriate remedy.,#and:to.mitigate the environmental harm posed by the transaction. In so
doing, it would.bedmpossible for this Board to issue a Final Environmental Impact Statement (the
“Final EIS”) ondMay_1,-1998. Because of the gravity of the environmental issues involved, the
deliberative processaindertaken by this Board in considering the impacts to public safety must not
be hurried. Comments«on.the Additional Environmental Informatien set forth in Decision No.
69 are due April.15,.1998 with the Board scheduled to issue the Final EIS on May 1, 1998.
Three (3) weeksaeesmot give the Board adequate time to review, analyze and ameliorate the
environmental effeets. Therefore, ASHTA hereby underscores the need for careful review of
the identified harmfulsenvironmental impacts, and requests that this Board pause to examine and
redress each suchsadverse.impact. The Board must not rush to bring closure to these issues, but
must allow itself an-gppertunity for a thorough and deliberate environmental review process.
II. DISCUSSION

ThesBoard.should mitigate against the environmental impacts along the N-070 rail
line by conditioningsapproval-of.the proposed transaction upon the implementation of a reciprocal
switching arrangement or other competitive access remedy in the West Yard. Two primary

253 /715518 D1 2

AD-H-11-d



considerations cempel this conclusion: first, switching is an appropriate mitigation strategy which
will reduce the risk©f hazardous material incidents; and second, reciprocal switching should be
ordered by the Board, because no other meaningful mitigation strategies have been identified that

would reduce theamount of hazardous material transport in a practical and feasible manner.

A.

"Reciprocal switching in the West Yard area-of ‘/Ashtabula, Ohio is an appropriate

mitigation measnre. ~ Switching will allow captive shippersin the:areastoToute hazardous material
product more dizectly to its southern and western destinations. “This, in.turn, will reduce the risk
of hazardous material incidents

“That reduced rail transport of hazardous material reduces the risk of hazardous
material incidentsss beyond dispute. Indeed, throughouttheEIS, the Section of Environmental
Analysis (“SEA”)appears to affirm this fact, observing that-even .aone percent decrease in “car
miles per day -ofzcars carrying hazardous material . . . should result in a . . . decrease in
hazardous material-releases from derailments.” EIS, Volume 1,Ch. 4, Section 4.5, p. 4-21.
Likewise, in the EIS Executive Summary, p. ES-19, the SEA acknowledges that “one percent
fewer rail car-miles of hazardous materials [] should result 4n.a . . ..decrease in hazardous
materials releasesdue:to derailments.”

Moreover, the methodology employed by the SEA in identifying key routes, major
key routes, and segments having potential impacts upon minority and Jow-income populations due
to hazardous matesial:transport implicitly recognizes the axiomatic fact that less hazardous material

transport results in less hazardous material incidents. Indeed, routes are identified as "key" and
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"major key" routes which require mitigation because «of an expected increase in the amount of
hazardous materials transport thereon:

SEA applied two different criteria to determine if the effects of rerouting hazardous
material.car load are potentially significant

1. “Ihe volume of hazardous ‘material stransported on a rail line would be
10,000 or more car loads per year. The Acquisition-related change in
svolume of hazardous materialcar.loads would upgrade a rail line segment
10 a key route designation.
2. “The volume of hazardous material car loads doubles, and exceeds 20,000
~or-more car loads per year. :SEA.has termed rail line segments [sic] which
Tmeet these criteria as a “major key route.”
Rail line segmentsthat meet the first criteria are considered “key routes” and warrant the base
level mitigation. ™Rail line segments that meet the second criteria are considered “major key
routes” and warnant.expanded mitigation . . .. See Volume 3B, Volume 5-OH, pp. 29
(emphasis added). ~Stated more concisely:
“SEA considered the rerouting of hazardous material
- «z¢ar-loads to be potentially<significant if:the change in
volume would make a rail line segment a key route
-7 post-Acquisition -althengh spre-Acquisition volume
-did not warrant key route designation.
Volume 1, Ch.4,-Section 4.5, p. 4-16.> Likewise, in assessing-environmental justice impacts of
the proposed Acquisition, the SEA recognized “a broad zange of potential health and
environmental €ffests . . . including effects on safety fand] hazardous materials transport [that]

might result from . . . increases and decreases in rail traffic.” Vol. 1, Ch.3, Section 3.17.1, p.3-

48. The SEA’sanalysis, itself, requires action to mitigate the likely environmental harms.

*See also Vwlnme 1, Ch.4, Section 4.5, p. 4-16 s(explaining key and major key route
designations); Volume 3B, Ch. 5-OH, pp. 28-29 (same).
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Clearly, the foregoing recognizes that a reduction in hazardous material transport
will decrease the amount of hazardous material incidents. The SEA’s identification of N-070 as
a route warranting hazardous material transport mitigation measures therefore justifies heightened

"Board scrutiny of the proposed Acquisition. Because a reciprocal switch in the West Yard area
+will allow more direct routing of hazardous material, it is an appropriate and necessary mitigation
measure, and the Board should condition its approval of the proposed transaction on the
implementation of such a switch.

Because the N-070 Route has been identified as likely to experience an increase in
hazardous material traffic, it is incumbent on this Board to take steps to reduce the volume of

~hazardous material-traffic on this N-070 rail line. Since a decrease in the volume and density of
hazardous material transport on N-070 will reduce the Tisk of hazardous material incidents, and
Teciprocal switching-in the West Yard will allow direct routing of more than 1/3 of the hazardous
material product-shipped annually by ASHTA out of-Ashtabula, the Board should be compelled to
implement reciprocal switching as an mitigation measure.

B. The-Board should order reciprocal switching conditions because the need for
=andspossibility of reducing dazardoussmaterial transportation has net been

adequately addressed.

" There 1s an acute need for Board-ordered conditions in this proposed transaction.
‘Applicants, in their-Safety Integration Plans, havefailedto acknowledge the fact that decreased
hazardous materials traffic will decrease the risk of hazardous material incidents. More importantly,
threctrouting hasmot'been identified as a possible mitigation strategy in the portions of their Safety

Integration™Plans relating to hazardous materials.
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Applicants’ silence with respect to the need for direct routing is not surprising
Despite all the arguments about the operating efficiencies to be yielded if the transaction is
approved, it is clear that efficiency, safety and protection of the environment are issues not fully
being addressed. Applicants have no incentive, and clearly are not inclined, to take any measures
which would reduce the amount of hazardous material transport.” The Board should step-in.and
order the mitigation measures and remedial conditions necessary to achieve direct routing.and a
-reduction in risk of harm to the public and environment.

Safety-related reciprocal switching cannot be opposed on grounds that it is .not
feasible. See ASHT-11.at 6, 21, 24. Indeed, a usable switch already exists in the West Yard
ASHT-11 at pp. 6. Any argument that switching in the West Yard area is not feasible therefore
_fails. Reciprocal switching predicated on mitigating environmental impacts should be ordered by
.this Board given the findings of the SEA. Any argument that there is no basis for such a remedy
-is:specious. The claim that ASHTA's chemical product was shipped along N-070 pre-acquisition
and, therefore, that there is no harm flowing from the transaction simply fails. Such an argument
1is simplistic, and ignores the fact that the proposed acquisition will radically change the N-070.rail
line as well as hazardous material traffic throughout the United States. As the SEA itself has

warned:
As a result of the proposed Conrail Acquisition, the
railroads would change the routing of many car loads
of hazardous material. The designation of key routes

would change as the railroads shift hazardous
material traffic from one rail line to another.

*Both NS and CSX have refused to committo a switching arrangement in the West Yard area
which would make direct routing of hazardous materials possible See ASHT-11, at p. 7.
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Draft EIS, Volume 3b, Ch. 5-OH, p. OH-29.

Indeed, the very route at issue, N-070, is expected to see an increase from 8,000 to
26,000 hazardous material carloads shipped upon it annually, a greater than three-fold increase. EIS
Volume 3B, Ch. 5-OH, Table 5-OH-10. N-070 is also expected to see an estimated change in years
between accidents from one every 349 years pre-Acquisition to one every 175 years post-
Acquisition. EIS Volume 3B, Ch. 5-OH, Tables 5-OH-6. Thus, any .argument .against the
imposition of safety-related switching conditions to mitigate against the environmental impacts is

-untenable.

.CONCLUSION

For all of the foregoing Teasons,-ASHTA -respectfully requests.thatthe Board order

remediation of the environmental impacts on N-070 by conditioning approval of the proposed
ftransaction on the establishment of areciprocal-switching-arrangement or :other. competitive. access
-remedy at the West Yard in Ashtabnla,:®@hio:and:at-other feasible locations along.the N-070 rail

line.

CERTIFICATE OF SERVICE
I hereby certify that cepiesrof. ASHTA Chemicals Inc. Cqmments&on.Ihe-Draﬁ
=Environmental Impact Statement-(ASHT-11).have been served this ‘j_t/_/i‘lhy of April, 1998, by
first-class mail, postage prepaid on the Honorable Jacob Leventhal, all Counsel of Record in

Finance Docket No. 33388, and on all parties of record 1dent1fi on he Official Service List.

I3 s C /I s il

CHRISTOPHER C. McCRACKEN, ESQ.
One-ofsthe Attorneys for ASHTA Chemicals Inc.
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‘3 OP ii e, o Ohio’s Sharpest Corner A Resort Area

ROBERT HERRON Gtty O]p GOnneau A City Hall Building

294 Main Street
CITY MANAGER
Conneaut, Ohio 44030
Telephone (440) 593-7401
kwmw ‘ 4 Fax (440) 593-6908

E-mail: conneautcityhall@suite224.net

April 14, 1998

Ms Elaine K Kaiser
Environmental Project Director
Section of Environmental Analysis
Office of the Secretary

Case Control Unit

Finance Docket No. 33388

Surface Transportation Board

1925 K Street, N.W.

Washington, DC 20423-0001

Re: Finance Docket No. 33388--CSX and
Norfolk Southern--Control and Acquisition
--Conrail: Draft Environmental Impact
Statement and New Information

Dear Ms. Kaiser:

I am writing on behalf of the City of Conneaut to offer comments on the above referenced
Draft Environmental Impact Statement. The City agrees with your letter of February 27, 1998, in
which the SEA has identified potential environmental effects which include hazardous materials,
transportation safety, noise and highway/rail at-grade crossing safety and delay impacts which will
result from increased train traffic along the N-070 rail line from Ashtabula, Ohio to Buffalo, New
York Your conclusion that these potential environmental impacts may have high, adverse and
disproportionate effects on low income residents is correct and accurate.

The City of Conneaut is a community of 13,241 encompassing 27.5 square miles Currently
the Norfolk and Southern has a yard in the central city with approximately six miles of railroad track
running across the City in a east and west direction Conrail also has approximately six miles of
railroad dissecting the City on two tracks. Currently nearly 50 trains a day stop or pass through our
community on the N&S and Conrail tracks.

Attn: Elaine K. Kaiser

Envn'onmenta! Project Director . AD-H-13:b
Section of Environmental Analysis

Environmental Filing



Ms Elaine K. Kaiser

April 14, 1998

Page 2

Several areas of concern exist with this proposed merger, most of which deal with the N&S
portion of the acquisition They are as follows

1

The Draft Environmental Impact Statement indicates an increase of 12 trains per day
which represents a 95% daily increase on the N&S lines Based on the fact that the
N&S has a yard in the City, these trains travel through the City at a slow rate, many
times stopping This disrupts vehicular traffic and pedestrian traffic and causes
serious safety concerns The N&S yard and tracks are located adjacent to Conneaut
High School and one block south of Southeast Elementary School. Nearly 1200
children attend classes at these two schools located in the central part of our City.

Currently at-grade crossings exist at Buffalo, Sandusky, Mill and Chestnut Streets
Each one of those crossings is no more than two blocks from the schools. Trains
block these intersections routinely, which has caused serious concerns with children
in the neighborhood and when school is beginning and ending While certainly the
City recognizes that it is clearly trespassing to crawl under, over or on trains as they
sit at these crossings, the reality of the matter is that the area cannot be watched at all
times and children do attempt to cross the tracks.

In addition, the neighborhood around this area is 70% low and moderate income
Increased train traffic will, in the City’s opinion, potentially diminish property values
with a substantial increase in pollution, noise and general distributions Noise
Sensitive Receptors in this area which exceeds 65 dBA Ly will increase by over
100% in areas around the Conneaut yard

The City feels strongly that the railroad, the Federal and State governments should
provide funding to minimize the impacts to the low and moderate income
neighborhoods, to address the safety issues with the two schools and reduce the
overall noise, pollution and traffic disruptions that will occur in the central city

The Conneaut N&S yard will remain as part of the acquisition, which is welcomed,
as the N&S is an important employer in our City. However, it will handle an
additional 44 cars per day or an increase of 147% over pre-acquisition levels. All of
the aforementioned concerns listed in item 1, pertain to this aspect of the
Environmental Impact Statement, only they should be multiplied tenfold for the
environmental impacts from the additional cars handled per day

Currently the railroad assembles trains by pulling them in and out of the yard,
blocking at least five at-grade crossings in the aforementioned neighborhood This
assemblage and the additional cars handled will cause delays, more pollution, and
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noise as the engines are backing, stopping and restarting many times in this area of
the City.

Steps need to be taken to address this dramatic increase of car handling

It has been represented that additional hazardous materials will be handled by the
N&S in the Conneaut yard  Obviously this raises public safety concerns for not only
the neighborhood around the yard, but the entire City. The City public safety forces
are not equipped to handle this type of increase and the City simply does not have the
funds available to provide for this protection. The pre-acquisition accident rate of
one accident every 244 years to a post acquisition rate of one accident every 25 years
further highlights this point.

The relocation of Engineers (railroad employees) boarding the trains in the Conneaut
yard has been expressed to the City, a reality of the acquisition. Part of the benefits
of having the railroad yard located in the City is the good jobs that it provides. To
have the Engineers board the trains in Cleveland or Buffalo, clearly constitutes a
relocation of jobs from our City which will have a negative impact on City
government and local economy The estimated impact on the local government is
at least $50,000 per year in revenue, with the estimated impact on the local economy
of this small city estimated at $150,000 per year

The current Conrail vehicular grade separation at Broad Street is in deplorable
condition. There appears to be no indication of any improvements to address this
issue

The areas of the City, west of the N&S yard will also be impacted by the additional
trains and car handling in the Conneaut yard. While not as densely populated, the
City’s Industrial Park and other industries that are located in the area will be
adversely impacted. General Aluminum Corporation - 440 employees, CW Ohio -
260 employees, the Bailey Corporation - 400 employees, Foseco Corporation - 67
employees, Wayne Dalton - 100 employees, Polycom Huntsman - 60 employees, and
Allied Resinous - 60 employees, are all located in close proximity to each other, west
of the yard and within two blocks of both the N&S and current Conrail tracks

Crossing delays will impact deliveries, employee access, and the response of
emergency vehicles to this industrial area. The increase in response time for
emergency vehicles could routinely be as high as 10 minutes. As I am sure you are
award, this could be critical in an industrial accident

The two railroads dissect the City of Conneaut nearly across the middle, having the
potential to split it in two. Currently on Broad Street, underpasses each exist for both
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tracks, however, with the proposed acquisition the two underpasses will not be able
to be utilized to minimize the environmental impact on the community caused by this
acquisition, particularly as it relates to the N&S.

8. If the acquisition is to move forward, the City offers the following suggestions to
minimize the environmental impact on the City. These suggestions will assist with
noise pollution, air pollution, public safety issues, pedestrian safety and traffic
congestion. Please note that this list is preliminary.

A. A pedestrian overpass walkway be constructed at Mill Street over the
N&S tracks

B. A vehicular grade separation at Parrish Road for both the N&S and
Conrail tracks.

C. Crossing signalization upgrades on all at-grade crossings for both
N&S and Conrail to provide for complete crossing protection This
would enable the City and railroad to eliminate horns

D Renovation of the Conrail/Broad Street underpass This underpass
was built in 1929 and is in serious need of rehabilitation

The City of Conneaut appreciates the opportunity to comment on this proposed acquisition.
We have a rich and storied history as a railroad town and as such, we support and appreciate the
railroads as they are still an important employer However, our concerns and comments on this
proposed acquisition are very important to consider, as the impacts of this action will if not
addressed, have a negative impact on the economic, social and the overall environment of the City
of Conneaut.

If you have any questions, please feel free to contact me.

Sincerely,
CITY OF CONNEAUT

i

Robert Herron
City Manager

RDH/pb

cc City Council
Ohio Rail Commission
Congressman Steven LaTourette
Senator Robert Gardner AD-H-14-a
Representative Ross Boggs
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BEFORE THE

SURFACE TRANSPORTATION BOARD

FINANCE DOCKET NO. 33388

CSX CORPORATION AND CSX TRANSPORTATION, INC.,
NORFOLK SOUTHERN CORPORATION AND
NORFOLK SOUTHERN RAILWAY COMPANY

--CONTROL AND OPERATING LEASES/AGREEMENTS--

CONRATL INC. AND CONSOLIDATED RAIL CORPORATION

RESPONSIVE COMMENTS SUBMITTED ON BEHALF OF
THE OHIO ATTORNEY GENERAL,
OHIO RAIL DEVELOPMENT COMMISSION AND
THE PUBLIC UTILITIES COMMISSION OF OHIO
TO STB DECISION NO. 69

On February 27, 1998, the Section of Environmental
Analysis (SEA) of the Surface Transportation Board (STB) issued a
supplement to its December 12, 1997, Draft Environmental Impact
Statement (DEIS). The supplement provided information about
significant increases in the amount of hazardous materials that
would move on select corridors after the acquisition of Conrail
by Norfolk Southern and CSX. To ensure that affected parties
would have an opportunity to comment on the new information, SEA
provided a 45 day comment period with a deadline of April 15,
1998. The Ohio Attorney General (OAG), the Ohio Rail Development
Commission (ORDC) and the Public Utilities Commission of Ohio
(PUCO) (collectively Ohio) join in filing this response to

Decision No. 69.
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The supplemental information identifies three rail
routes in Ohio traversing with eight Ohio counties as having
potential hazardous materials safety impacts that could warrant
mitigation measures. The rail lines in question and the Ohio

counties they traverse are listed below:

RAIL LINE SEGMENT OHIO COUNTIES AFFECTED
CSX Cabin, KY (Portsmouth/New Scioto, Pike Ross, Pickaway,
Boston, OH) to Columbus Franklin
CSX Deshler, OH to Toledo Henry, Wood
NS Ashtabula, OH to Buffalo Ashtabula

Notices were sent to the Emergency Management Agencies
of the eight affected Ohio counties advising them of the
potential increases in hazmat traffic. Emergency management
personnel from four of the eight counties (Franklin, Pike, Henry
and Ross Counties) and Commissioners from one county (Ross
County) responded. The comments heard from the local emergency
management personnel and County Commissioners have been very
useful in helping Ohio develop the comments herein.

GENERAL COMMENTS

Need for NS and CSX to Better Coordinate
with Local Emergency Response Officials

The information SEA provided raises an issue about the
overall scope of the DEIS and Final EIS in regard to hazardous
materials. The carload information, while valuable to know,
raises many questions which the data supplied does not answer.

What hazardous commodities are moving in communities

now? Some Ohio counties are having difficulty coordinating with
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rail carriers about what is moving through their communities now
even before levels of hazardous material traffic are projected to
increase significantly.

What hazardous commodities will be carried after the

Conrail sale? Many commodities are hazardous but some much more

than others. Community concern, and more importantly community
preparedness, require that local emergency agencies should be
informed as to what might be passing through communities as a
result of the Conrail transaction.

What will be done with the rail cars while they are in

the community? Communities need to understand whether the hazmat

cars are merely passing through or whether they will be spotted
at local industries or switched in local yards. The more hazmat
cars are handled within a community the more chance a local
emergency response may one day be required.

With the thousands of communities which will experience
a significant increase in hazardous materials traffic by rail,
the need for effective coordination with CSX and NS will grow
tremendously. The need to communicate effectively will require
both CSX and NS to significantly increase their efforts to
coordinate with local emergency response officials. In addition,
CSX and NS and local officials will not only need to talk more
about what hazmat is moving by rail, they will also need more
coordination for essential training in emergency responses to
meet new challenges. The concern arising from moving more hazmat

through communities is not restricted to "how much more" but also
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extends to the need for preparedness by all involved to deal with
the specific challenges each different hazardous materials might
present.

The potential issues NS and CSX need to deal with on
the Ohio corridors are representative of the general problem
outlined above. Communities long the Desher to Toledo line of
CSX, which now see only 365 hazmat cars go by each year, could
have a significant learning curve in getting prepared for the
projected additional 13,635 annual carloads of hazmat that will
be passing through the area. Similarly, communities on the CSX
Columbus to Cabin rail line will face the challenge of an
additional 6,000 carloads of hazmat (in excess of the current
4,000 carloads per year) while those along the NS line between
Ashtabula and Buffalo will face an 18,000 carload increase (in
excess to the current 8,000 carloads per year).

Ohio urges the STB to require that NS and CSX invest
sufficient effort and resources to adequately support local
emergency response agencies in meeting substantially increased
responsibility that will be caused by transaction related
increases in movements of hazmat by rail.
in the amount of hazmat being moved by rail.

Need for STB Continued Involvement in Hazmat Issues

The amount of work faced by all concerned parties in
regard to environmental issues is truly astounding. The task of

assessing the possible environmental impacts of a rail
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transaction encompassing the entire eastern United States is
monumental.

The magnitude of the environmental issues at hand does
not lend itself to one time evaluation and solution. It is clear
that railroad personnel and emergency response personnel will be
uncovering many more issues and finding added dimensions to the
issues that are already on the table.

If ever there was an area that required periodic
review, it is the ongoing progress in addressing preparedness for
possible hazmat incidents. Ohio urges the STB to retain
jurisdiction over the area of transaction related hazmat accident
preparedness to ensure that the applicants effectively deal with
significant increases in hazmat carloadings.

ASHTA CHEMICAL HAZMAT MOVES

One of the corridors which will witness an increase in
hazmat materials is the Ashtabula to Buffalo corrido£ to be
acquired by CSX. SEA expressed concern that the impacts to low
income and minority residents which would result when the number
of hazmat cars increased from 8,000 to 26,000 in this corridor
had not been adequately evaluated.

Ohio believes that a large part of the projected
increase in the number of hazmat cars moving on this corridor
results from the double handling of rail cars by CSX. ASHTA
Chemicals of Ashtabula, OH, reports that CSX plans to move ASHTA

hazmat chemical traffic bound for south and west of Ashtabula

east to Buffalo first, and then back down through Ashtabula on
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its way to its final destination. This Ashtabula to Buffalo to
Ashtabula movement doubles the amount of ASHTA hazmat on the
line.

Ohio urges the SEA and STB to consider the wisdom of
earlier requests of ASHTA and Ohio to allow ASHTA to pay for a
reciprocal NS switch in the West Yard in Ashtabula so that NS
could carry traffic directly south and west without any increase
to the amount of hazmat carried in the Ashtabula to Buffalo
corridor.

CONCLUSION

As appropriate in connection with the additional Ohio
line segments found to have a substantial potential for serious
hazardous materials transportation safety impacts, Ohio renews
the recommendations in its February 2 filing. Specifically:

Joint Applicants should be required to expand current
employee and public emergency response training and tg report
annually for the next five years regarding the frequency and
nature of classes conducted and persons trained. In addition,
the Joint Applicants should be required to fund equipment
purchases, travel and tuition expenses for advanced training, and
the costs associated with development and implementation of
community emergency response plans for public agency emergency
responders which will be necessitated by substantial increases in
hazardous materials traffic over specific routes. Given the
heavy volumes of hazardous material train traffic that certain

Ohio rail segments will experience and the fact that many areas
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must rely upon volunteer emergency services, requiring such
funding by the Board will provide an essential supplement to
minimal local resources that are available and is critical to
ensure the availability of effective response to emergencies.
Adequate sanctions should be established for patterns
of violations on both key and major key routes. As a condition
to approval of the Acquisition, the Applicants should be subject
to continuing Board oversight for a period of not less than five
years and the Board should urge development of specific monetary
sanctions for patterns of violations of key route and major key
route conditions established by the Board. Money raised by these
payments should be set aside to fund community emergency response
training and equipment grants. And, finally, the Board should
act to minimize hazmat carloads over the Ashtabula-Buffalo line

segment by providing ASHTA Chemical its requested reciprocal

switch in the public interest.
p -7 ﬂ

-
- . ~

Respect fully &uby
/1:8 _//%f Y /5uB

- g

) ¢ g/\‘

{ L
ATTORNEYS FOR STATE OF OHIO
PARTIES OF RECORD

THOMAS M. O’LEARY

Executive Director

Ohio Rail Development
Commission

50 West Broad St., 3rd Floor
Columbus, OH 43216

(614) 644-0306

FAX: (614-728-4520

BETTY D. MONTGOMERY
Attorney General

DOREEN G. JOHNSON, Chief
MITCHELL L. GENTILE
THOMAS G. LINDGREN

ALFRED P. AGLER

Director of Transportation
Division

Public Utilities Commission
of Ohio

180 East Broad St, 5th Floor
Columbus, OH 43215-3793

Assistant Attorneys General
Antitrust Section

30 East Broad Street, 18th Floor
Columbus, OH 43266-0410

(614) 466-4328

FAX: (614) 466-8226

AD-H-16-a



KEITH G. O’BRIEN ALAN H. KLODELL

JOHN D. HEFFNER Assistant Attorney General
ROBERT A. WIMBISH for Ohio Rail Development
Rea, Cross & Auchincloss Commission

1707 L Street, NW 37 West Broad Street
Washington, DC 20036 Columbus, OH 43216

(202) 785-3700 (614) 466-3036

FAX : (202) 659-4934 FAX: (614) 466-1756

DATED: April 15, 1998

CERTIFICATE OF SERVICE

I hereby certify that I have this 15th day of April,
1998, served the foregoing Responsive Comments of the Ohio
Attorney General, the Ohio Rail Development Commission and the
Public Utilities Commission of Ohio upon all parties of record by

first class mail, properly addressed with postage prepaid.

) { AN,
v Kelth G /oé%kéfhr”

AD-H-16-b



	Contents of the Final Environmental Impact Statement
	Guide to the Final Environmental Impact Statement
	Executive Summary
	Guide to Volume 1
	Guide to Volume 2
	Guide to Volume 3
	Guide to Volume 4
	Guide to Volume 5
	Guide to Volume 6A
	Guide to Volume 6B
	Guide to Volume 6C
	Guide to Volume 6D
	Guide to Volume 7
	Addendum Contents
	Addendum to the Final Environmental Impact Statement
	AD.1 Introduction & Background
	AD.2 Negotiated Agreements
	AD.3 Additional Analysis & Evaluation
	AD.4 Addendum to Comments by Congressman Dennis J. Kucinich
	AD.5 Summary of Comments & Responses
	AD.6 Changes in SEA's Recommended Environmental Conditions

	Attachment A
	Attachment B
	Attachment C
	Attachment D
	Attachment E
	Attachment F
	Attachment G
	Attachment H

	Glossary of Terms
	List of Acronyms & Abbreviaations
	Information Sources
	Index

